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URCHASING coa! on the B.t.u, basis has found favor with 
many industrial consumers, especially in those sections of 

the country where the use of soft coal of varying heat value 
predominates. In Illinois, for instance, coal varies from 11,000 
B.t.u. per pound of dry coal as mined in the northern counties, 
to 14,000 B.t.u. in the most southerly counties, and a large 
amount of the tonnage used by Chicago consumers is bought on 
the heat value basis. This requires, of course, taking representa- 
tive samples and making accurate chemical tests of all coal de- 
livered. Although this requirement has been successfully met 
by industrials, aided by favorable conditions, no railways have 
adopted it. One railway officer tells us, “If it were possible to 
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sample automatically each and every shipment of coal, so as to 
eliminate all possibility of discussion as to whether the sample 
was a true representation of the full shipment, it would cer- 
tainly be a great advantage to purchase the coal on the heat 
unit basis.” But the best a railway can do is to make occasional 
sample tests for use as a check on deliveries. lf, as Mr. Hinck- 
ley said in his paper on The Testing Department of a Railroad, 
at the September meeting of the New York Railroad Club, “By 
careful systematic checking of the coal shipments from the mines, 
to its consumption to the firebox door * * * very material econo- 
mies can be obtained,” sufficient, in fact, to “cover the cost of the 
maintenance of the testing department many times over,’ how 
much greater saving could be made if a railway’s fuel were 
bought on a contract which specified a certain amount of heat 
rather than weight? There would be not alone the money sav- 
ing resulting when a below-contract coal is delivered, but the 
decrease of tonnage required when the contract grade is main- 
tained. 
i a rough way, conservative institutions holding large invest- 
ments in securities may be divided into two classes: One is 
the group, like the eastern savings banks, held rigidly by law to 
certain investment lines; the other is made up of institutions 
like hospitals, colleges and universities, conservative in intrinsic 
character, but in general not closely restricted as to investments. 
The latter are morally but not legally trust institutions. One 
of them is Yale University, whose treasurer's annual report, 
just published, is striking evidence of the extent to which 
our quasi trust institutions hold railway securities. Yale has 
total investments of $12,101,993, of which analysis shows $7,599,- 
925, or about 63 per cent., in stocks and bonds—represented by 
286 separate investments in bonds and 92 investments in stocks. 
Of the 286 bond investments, 182, or about 64 per cent., are in 
railways, and of the 92 stock investments, 46, or 50 per cent., 
are in the same class. The larger proportion of these represent 
unrestricted funds, the investment of which has rested on the 
trust theory administered by intelligence. It illustrates the na- 
ture of a great part of American railway holdings only one 
degree removed from those of the “widow and orphan” type 
and certifying to the moral responsibility which falls alike on 
the railway officer for honest and capable management and on 
the state for protective justice. 





F the Interstate Commerce Commissioners expected to get 
help from the railways at the hearing held in Washington 
last Saturday, on the question of what form the railways shall 
use in making an application for a suspension of the amended 
long and short haul clause, they were certainly disappointed. 
There are, of course, thousands of rates which violate the 
long and short haul clause and which are now in effect. The 
railways, under the amended act, are given six months in which 
to file applications asking the permission of the commission to 
continue to charge more for a short than for a long haul, when 
the shorter distance is contained within the longer. The rail- 
ways’ representatives at the hearing on Saturday claimed that 
if they were to name specifically in their applications each rate 
that violated the fourth section, and asked specifically to con- 
tinue that rate, the clerical labor alone involved in compiling 
such an application would take years instead of months. In 
effect, the railway lawyers and traffic men threw up their hands 
and asked the commission to postpone indefinitely the effective 
date of the long and short haul clause. They asked that they 
be permitted to make an omnibus form of application, simply 
stating that they were not complying with the long and shoit 
haul rule in innumerable instances and asking the commission 
to permit them to continue to do so. It seemed to be the sin- 
cere intention of the commission to get from the railway men 
some suggestion as to a form of application which would not 
be simply a postponement of the effective date of the amended 
law. The representatives of the southwestern roads hinted at, 
rather than actually described, a form of application which 
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would divide rates territorially; for instance, it would ask the 
commission to sanction the charging of higher rates to Texas 
common points than to Houston. The railways contend that 
Congress itself cannot absolutely prohibit a railway in any 
case from making a higher charge for a shorter than for a 
longer haul, because that would compel the longer line between 
any two points in many cases to refrain from meeting a rate 
tor a shorter haul to a competitive point, and this would be to 
confiscate its right of property to make a reasonable rate. In 
other words, the right to make a reasonable rate is a property 
right of the railway, and to confiscate that right is to confiscate 
its property in violation of the constitution. A strong argument 
was made to show that the only change that the Mann-Elkins 
amendment to the Interstate Commerce law had made was to 
give the commission the initiative in rate making, where before 
the initiative had belonged to the railways; that the principle 
of rate making should remain unchanged. Granting that this is 
so, it seems hardly likely that the courts or the public would 
justify the railways in asking the commission to be responsible 
for the initiative when they—the railways—do not even go 
through the form of justifying any of their violations of the long 
and short haul clause. Certainly it would seem possible for the 
railways to make out a case in such a way that the commission 
could grant them permission to charge more for a short haul 
under certain specific circumstances. They might group their 
rates that were violations of the fourth section; as, for in- 
stance, ask permission to continue all rates where the long 
haul low rate was made to meet water competition; to continue 
all rates where the long haul low rate was forced by the fact 
that the railway in question was not the short line between 
two points and the rate was fixed by the short line, etc. Almost 
any definite proposals from the railways would have seemed 
wiser than the attitude of simply waiting for the commission. 
It is easy to understand why the railways should feel that, since 
the commission, after being overruled by the Supreme Court 
on the long and short haul question, succeeded in getting from 
Congress a further grant of power, it was no part of the rail- 
ways’ business to help the commission to exercise that power; 
but the wisdom of such an attitude is less obvious. 





THE SAFETY APPLIANCE ORDER. 
N Friday of last week there was a final conference between 
the three interested parties to the Interstate Commerce 
Commission’s promulgation of the requirements for safety ap- 
pliances on railway cars. The special committee made its report 
and the result was some modification of the original require- 
ments. In the first place, it is understood that the standards are 
tv apply to new cars only. One of the principal modifications 
was that of limiting the 12-in. end clearance to the outer 30 in. 
of a car, each side. This will permit of the projection of the 
truss rod washers and ends for the center sills, and will afford 
a great relief. As to the use of four ladders and sill steps, the 
railways stood as a unit against this rule, and if it is enforced 
it will be on the responsibility of the commission, a responsi- 
bility that can be most easily and jauntily assumed, when it is 
known that the blame and the pecuniary loss for any accident 
that may occur will be placed on the shoulders of the railway 
company until it has been cleared by the courts. The Pennsyl- 
vania also had a chance to put in a vigorous protest against 
the ruling to place all brake staffs on the left-hand side of the 
car, because of the desire of its own trainmen to have them in 
tlieir present position. This protest showed how divergent were 
the opinions of the advocates of the measure as to what they 
did want. 

To an outsider and disinterested party, who has some slight 
knowledge of the work to be done, the whole thing seems like a 
farce, and more worthy of opera bouffe than of the work of 
sober-minded business men and engineers. The Master Car 
Builders’ Association has been at work for thirty-odd years in 
the formulation and establishment of a number of standaras. 
They have been built up on a system of trial and error; the 
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adjustments and modifications have been innumerable. The re- 
quirements of the railways of the mountain and the plain, of 
the north and the south, had to be considered, and a compromise 
effected that would be generally well adapted to all classes of 
service. When the work was started, it was the custom to talk 
and discuss until a majority could agree, and then to adopt a 
standard. But experience showed that the standards so adopted 
were invariably faulty, and needed modifications almost before 
the ink of their first promulgation was dry. This led to caution, 
and of late years nothing has been adopted as a standard until 
it has first been tried as recommended in practice and its weak- 
nesses developed, so that when it is finally adopted as a standard 
it is probably complete and not in need of change. This was 
the work of experts. But when the politician enters the field, 
he undertakes in a brief six months to do the whole thing. 
He can formulate a series of standards that must be adopted; 
he can do it out of whole cloth; he can tell the railways what 
they must and ought to do in the free and easy, offhand manner 
of the stump speech, and do it from that instinctive knowledge 
of all things that comes from much talking and little thinking. 
The point is that the impossiblity of the task makes its serious 
consideration simply laughable. But it is laughable with the 
grim mirth that comes from desperation, when it is considered 
how much these new standards mean in money to the railways, 
i: peace of mind to the officials and in safety to the employees. 
The details of the order are not yet available, but when they 
are they will be given careful consideration, and it is to be hoped 
that the commission will then fully realize what they are doing. 





RAILWAY EFFICIENCY VERSUS PRICES. 


PPONENTS of the proposed increase of railway rates, 
whether freight or passenger, are constantly making, these 
days, the counter plea based on increased railway efficiency. 
The line of reasoning runs somewhat as follows: It is true 
that railway supplies have of late years increased greatly in 
cost. It is true also that within the last year there has been a 
very great increase in the wages for the various forms of rail- 
way labor. But the railways have been able to offset such 
increases by greater efficiency. They have increased the train 
load. A single locomotive—not the old type locomotive but one 
more powerful—hauls more passengers and more freight. The 
paying load is greater; and in other directions, such as the 
substitution of steel bridges for wooden structures, there has 
been opportunity for other economies and efficiencies in opera- 
tion. The argument as an absolute one, that is to say, the fact 
of efficiency must be conceded. But how about its concrete 
application? As a case right to the point, let us take the 
example of the New York, New Haven & Hartford, whose 
annual report has just been published. 

Looking back to a point of time arbitrarily taken as ten years, 
one finds that corporation, then under the presidency of John 
M. Hall, taking gross earnings from operation of $40,325,151, 
as against operating expenses of $28,224,389 on an operating 
ratio of 69.99 per cent. (before taxes). Three years later 
Charles S. Mellen took the presidency. He came, not merely 
with the highest conceptions of the values of the factor of 
efficiency in railway operation, but with practical and successful 
experience in it on a great railway scale. What he had done 
on the Northern Pacific in rehabilitating it, while at the same 
time increasing the train load and uplifting it financially, is 
even now, after the lapse of years, a record too conspicuous 
to need review. He came to the New Haven with this rich 
store of prior knowledge—to a system very different, to be 
sure, in its location, traffic and traditions, but one which, in its 
new president, had its first operating head following a line of 
presidents who, with one exception, were, in a railway sense, 
civilians. The New Haven system was then, in many respects, 
green soil for the application of efficient methods of railway 
cultivation. 

On a basis of gross earnings of $60,693,667 the operating 
ratio of the property has fallen from 69.99 per cent. in 1900, as 
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stated, to 63.75 per cent. in 1910. But it is more striking to 
note the increased efficiencies during the last three years, in 
which the Mellen policy of better construction and increased 
train loading has matured. In 1907 the operating ratio was 
68.07 per cent. Naturally in the bleak year 1908, without the 
opportunity to reduce wages much, the ratio rose to 72.03 per 
cent. But in 1909 the ratio fell to 66.39 per cent., and in 1910 
to 2.64 per cent. lower. This impressive result has been brought 
about mainly by increased efficiencies—by larger train loads, 
stronger bridges, and the removal of limitations on traffic, like 
the old and narrow cut through New Haven city with its low 
street bridges. All that energy and experience could accomplish 
in the way of these efficiencies has been set in operation by 
President Mellen. 

Yet at the end of them, or, at least, near their end, and at 
the close of a fiscal year with gross earnings much the largest 
in the history of the corporation, what would otherwise be the 
handsome margin of about 1 per cent. in net earnings ($1,037,- 
793) over the normal 8 per cent. dividend rate is met hereafter 
by increased wages of $1,757,506. This in part will be covered 
by an increase in passenger fares, but to an uncertain figure, 
while an increase of freight rates, should it come, will be still 
more indefinite in amount. In other words, the New Haven, like 
other railway corporations, has had to pay for increased operat- 
ing efficiency by increased capitalization, and for the time being 
the efficiency has been offset, or very largely so, by an increased 
interest charge. It is true enough that, in the case of the rail- 
ways, not all the increased interest charge—using the term 
broadly so as to include the larger dividend requirement due 
to stock issues—is to be laid on new efficiencies and their cost. 
There are plenty of other directions of railway investment, 
some of them making quick, others slow, returns; and the New 
Haven itself is an example to the point. But does not the fact 
remain that efficiency does not come except at a high initial 
cost? And when, as in the case of the New Haven, where 
efficiency has been pushed so quickly and so far by a progressive 
president with an old efficiency record, the corporation finds a 
small margin over dividends, the instance is at least suggestive 


as against the claim that efficiency can meet the higher wage rate 


plus higher cost of supplies. 

And, in the ultimate aspects of the question, there is the law 
of limitation. Efficiency is under pretty definite mechanical 
restrictions. There is a point in the improvement of equipment, 
structures, grades and high organization beyond which no rail- 
way administration can pass. But in wages and the price of 
material, both based on the human nature that seeks all that it 
can get, what limitation is in sight? 





PERE MARQUETTE. 


HE fortunes of the Pere Marquette have in the past been 
closely interwoven with those of the Cincinnati, Hamilton 

& Dayton. After the Baltimore & Ohio acquired control of the 
C., H. & D. it, of course, became the dominant interest in Pere 
Marquette as well. In the fiscal year ended June 30, 1910, the 
Pere Marquette was operated as an independent property, with 
friendly relations with the C., H. & D. Its operating revenues 
were considerably greater than in the previous year, and it was 
able to save some of the increase in gross for net. In 1910 its 
gross was $7,000 a mile, and net, $2,000. The property forms 
a network across the state of Michigan, with two main east and 
west lines, one running from Ludington, on Lake Michigan, to 
Port Huron, on the southern end of Lake Superior, and the 
other running from Chicago, via Grand Rapids and Detroit, to 
St. Thomas. From St. Thomas to Buffalo the company uses 
the Michigan Central tracks. The main north and south line 


runs from Chicago, via Grand Rapids, to Bay View. 

Of the total tonnage carried last year 39 per cent. was fur- 
nished by products of mines, 16 per cent. by products of agricul- 
ture, 15 per cent. by products of forests, and 12 per cent. by 
products of manufactures, the remaining tonnage being mer- 
chandise and miscellaneous. 


Last year products of manufac- 
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tures furnished 1,243,427 tons. This is an increase of 233,292 
tons over the tonnage of manufactures carried in 1909, the only 
important decrease in tonnage of products of manufactures being 
in the tonnage of ice. The most important gains in freight 
traffic are accounted for by increased shipments of coal and 
coke, stone, sand, etc., lumber and the manufactured products of 
lumber. 

In 1910 the company earned $16,500,000, an increase of $1,900,- 
000 over the operating revenues in 1909. Freight revenue 
amounted to $11,100,000 last year, comparing with $9,700,000 the 
year before. Passenger revenue amounted to $3,700,000 in 1910 
and to $3,400,000 in 1909. 

The total number of tons of revenue freight carried one mile 
amounted in 1910 to 1,885,000,000, comparing with 1,681,000,000 
in 1909. The average revenue per ton per mile was 591 raills 
last year and 5.77 mills the year before; the increased average 
revenue being accounted for presumably by the greater propor- 
tion of high class commodities, such as manufactures, carried 
in 1910, as compared with the previous year. The average haul 
of revenue freight was 179 miles in 1910 and 180 miles in 1909; 
the average train load was 323 tons in 1910 and 307 tons in 1909. 
The number of passengers carried one mile totaled 209,500,000 
last year as against 189,700,000 the year before; the average rev- 
enue per passenger per mile was 1.77 cents in 1910 and: 1.774 
cents in 1909. The increase in passengers carried one mile, 
about 10 per cent., is, the report says, slightly over the normal 
increase per year and is accounted for by the fact that additional 
passenger trains were placed in service. 

Total operating expenses amounted in 1910 to $11,700,000, an 
increase of $1,100,000. After the payment of taxes and fixed 
charges the company had a surplus in 1910 of $470,000, as against 
$41,000 in 1909. The chief increases in expenses came in the 
cost of transportation and of maintenance of way. Transporta- 
tion expenses amounted to $6,370,000, an increase of $660,000 
over 1909; and maintenance of way cost $1,900,000, an increase 
of $260,000 over 1909. The following table shows the unit costs 
of maintenance: 


1910. 1909. 

*Maintenance of -way per mile.............sceeeesssees $712 $615 
TINCDAITS DEP LOCGIMIOUIU Gee 605 eeiad Chas eacew seine edcce ne ves 2,040 2,113 
= Re SINE CORN csi 4'al chars bisye'es Pedro aces aielae 533 492 

oF OO ENO ORGS Grate s <)ii)i5.2 sia wee eT eee emewewe 43 38 





*Per mile of first, second, third, etc., track, the cost of two miles of 
siding and switch tracks being taken as equal to the cost of maintenance 
of one mile of main track. 

{This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 

The principal reason for the increase in expenses, beside the 
larger train movement due to more business handled, was the 
cost of fuel and the higher prices paid for labor. These higher 
prices paid labor contrast strongly with the strict economy in- 
dicated by a decrease in the salaries and expenses of general 
officers, being $47,000 in 1909 and $44,000 in 1910. An indica- 
tion of the severe winter last year is shown by the cost of the 
removal of snow, sand and ice, amounting in 1910 to $106,000, 
considerably more than twice as much as the cost in 1909. 

The balance sheet shows the company in a better position as 
regards cash and marketable securities at the close of 1910 than 
it was at the close of 1909. Total working assets amounted to 
$4,400,000, of which $653,000 was cash, an increase in cash of 
$384,000 over 1909. There is in the treasury $800,000 of market- 
able securities which were not owned in 1909. Working liabili- 
ties amounted to $4,500,000, of which $1,550,000 was loans and 
bills payable. This is an increase of $686,000 over loans and 
bills payable in 1909. The fact that working assets were slightly 
less in amount than working liabilities indicates that the Pere 
Marquette will need to do some additional financing before very 
long, especially in view of the fact that the company has out- 
standing $5,000,000 debentures, due July 1, 1912, and $1,300,000 
gold notes, due March 1, 1912, representing extensions of East- 
ern Equipment Co. bonds for like amount deposited with the 
First Trust & Savings Bank under an agreement of February 
7, 1908. President Cotter sums up the results of operation in 
1910 in the following manner. 
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“Notwithstanding the gross revenues of the company exceed 
those of any previous year, the company is not able therefrom 
to make much needed improvements. The increase of 30.98 per 
cent. in taxes, the increases in wages, the higher prices for mate- 
rial and the loss in net revenues through the continued operation 
of the two-cent fare law in the sparsely settled communities in 
Michigan have made this impossible.” 

The report is given in the form prescribed by the Interstate 
Commerce Commission and is to be commended for complete- 
ness and frankness. This is especially noticeable, for instance, 
in the statement of equipment owned and in service. The num- 
ber of each class of locomotive is given, together with the trac- 
tive power and the changes that have taken place during the 
year. In the list of passenger car equipment, the number of cars 
in each class is given and the seating capacity of each class. 
In freight car equipment the tonnage capacity of each class of 
cars is given. 

The following table shows the results of operation in 1909 
and 1910: 


1910. 1909. 
Average mileage opcrated. .. .......0.sscec000 2,331 2,349 
POO COREE, cosa acc nese bbe nan we $11,131,076 $9,705,565 
Passenger revenue....... Pp ee ee, eee 3,707,311 3,366,466 
Total operating Tevemue. ......60sascccscccene 16,542,271 14,629,827 
DERE ST IN os as c's bcs So we we 1,952,437 1,669,220 
Maintenance of equipment............... 2,117,700 2,018,494 
Le SS) See 420,298 349,971 
ROEM Cin sss 4355 ciu so sk ose a Soo e 6,370,632 5,712,493 
Total operating Expenses... .....cecccncsceccs 11,698,842 10,581,580 
ee ye Sa ceo ee ee eee 755,641 576,893 
PC PIONS. sl ces bei wss bese babe ween. 4,087,788 3,471,354 
Sik: i ADDER SS na naw a > ewes bee eS es 4,070,968 3,709,563 
Peet TE OUe BUDE. 6 soe ks eecewicso sence uns 469,714 40,651 


BOSTON & MAINE. 


HE Boston & Maine, after legislative tribulations in Massa- 
setts, has just become the legally adopted child of the 
New York, New Haven & Hartford. A brief reference, there- 
tore, to some analogies and contrasts of the two systems is 
timely. One system is an almost 
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New England. Operating revenue rose from $39,528,698 to 
$43,357,175 and net operating revenue from $11,264,843 to $12,- 
020,851. This, though operating expenses cut in heavily, with 
their rise from $28,263,855 to $31,336,324 and though new 
equipment costing $940,992 appears in the former, and, if actually 
in the latter, is not so stated. Taxes rose, as on other roads, 
and show an increase from $1,789,932 to $2,076,880. Other addi- 
tions and subtractions from operating revenue remain substan- 
tially unchanged, though a decrease in the interest charge from 
$1,879,357 to $1,783,910 is noteworthy in a period of generally 
expanding interest charges. In the finai figures the net over all 
applicable for dividends is $2,850,621, as compared with $2,587,- 
602 in 1909; and there is a surplus of $982,101 after the payment 
of 6 per cent. dividends on both classes of stock, as compared 
with $570,242 in 1909. This, in the present tense, is a handsome 
showing, and would be so in a future tense but for the factor 
of increased wages, to be referred to later, 

The financing of the year has been of considerable importance. 
There have been 16,983 new shares sold for $2,453,129, used tor 
additions and betterments which total for the year $4,577,553, 
the leading items being: Equipment, $2,535,235; right-of-way 
and station grounds, $375,243; block and signal apparatus, 
$239,171; shops, engine power and turntables, $256,866, and dock 
and wharf property, $275,711. These outline the initial debts 
toward the rehabilitation of the property which has been, so 
long demanded. There has been purchased during the year for 
2,776,142 a majority, 17,331 shares, of the capital stock of the 
Worcester, Nashua & Rochester, representing a line leased at 
5% per cent. on the stock—a mere transfer of capital plus con- 
trol, though obviously at a pretty high price. 

Physical improvements of the year in the same line of up- 
building the property are noteworthy. They include the laying 
of 139 miles of new rail on main tracks and 106 miles of relaying 
rail on branches and sidings; the expenditure of $563,170 in the 





complete railway monopoly of 
southern New England; the other 
is a somewhat less complete mo- 
nopoly of northern New England. 
Both have one common terminal 
and interest—a region of intensive 
population with many factories— 
though the disparity in favor of 
the passenger traffic is largely with 
the New Haven. But it is in capi- 
talization, liabilities and operation 
that the contrasts become most 
striking. The New Haven system, 
with 4,460 miles of track and sid- 
ing, has outstanding $121,878,100 
capital stock, the Boston & Maine, 
with 4,175 miles, only $31,991,000. 
The New Haven has of bonded or 
secured debt, $232,527,303; the 
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Boston & Maine, including debt of 
leased lines, $86,337,000. But the 
child carries a rental of $5,265,497, 
as compared with the parent's 
$5,133,717. The New Haven owns 
a great boat system and_ 1,300 
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miles of trolleys; the Boston & 

Maine, relatively speaking, almost 

none. Finally, and most striking of all, the Boston & Maine ratio 
of operating expenses to operating revenue reaches the high figure 
of 72.27 per cent. exclusive of taxes; the New Haven, inclusive 
ot taxes, 70.30 per cent. and exclusive of taxes only 63.74 per 
cent. 

The revenue of the Boston & Maine shows the looked for 
recovery from the former depression in gross earnings of a 
year, which Presiderit Tuttle describes as marked by “active and 
prosperous” business in the factories of middle and northern 


Boston & Maine. 


elimination of highway crossings, the total cost of which to 
the end of the fiscal year was $4,842,993; the steady installation 
of automatic block signals, the cost of which has thus far reached 
a total of $943,447; replacing and strengthening bridges in the 
northern region of the system and on the Fitchburg division, 
with the purchase of large locomotives to overcome the heavy 
grades; and the purchase of four Mallet oil-burning engines, at 
$29,450 each, for the Hoosac Tunnel service to eliminate smoke. 
But President Tuttle says the expedient is probably but tem- 
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porary and preliminary to electrifying the tunnel and increasing 
its efficiency, the tunnel now being the limiting point of service 
on the Fitchburg division. In two or three years, if present 
plans are fulfilled, the electrification will be completed. 

Turning again to the fiscal aspects of the property, general as 
well as detailed, one notes the 4,691 stockholders living in Massa- 
chusetts, owning 276,443 shares; 1,435 in New Hampshire, with 
17,552 shares; 599 in Maine, with 14,436 shares, and 593 else- 
where, with 11,480 shares. It shows the high centralization of 
the individual holdings in Massachusetts; but there is the im- 
portant qualifying fact of the Boston Holding Company’s ma- 
jority interest, now under control of the New Haven. The com- 
pany’s general balance sheet runs up to $99,354,484, from $91,- 
651,613, the profit and loss surplus rising from $2,659,929 to 
$3,610,423. Its two street railways, with trackage of 50.69 miles, 
brought in during the year $223,206 of revenue and a net of 
$22,243. The most noteworthy outside asset of the company is 
its controlling interest of 25,160 shares of the Maine Central, 
with its ledger value at par and 8 per cent. dividends. In a 
mild way it suggests the fiscal relation of the Lake Shore to the 
New York Central. One dwells with some interest on the classi- 
fication of freight traffic, which shows, out of a total tonnage of 
22,815,528, that 4,659,081 tons—roughly speaking, 25 per cent.— 
are manufactures, while the lumber item, 2,644,853 tons, liints 
that northcrn New England is not quite denuded of her forests; 
and Aroostook county—mainly—sends her freight tribute of 
386,578 tons of potatoes. 

But it is the immediate future of the Boston & Maine that 
commands serious attention, rather than its present and its past. 
It is a railway system with small capital stock in ratio to the 
fundaniental value of the property and, in high prosperity, should 
be a strong dividend earner. It will be so in time. But, mean- 
while, it must be a property in transition. As indicated, for one 
thing, by its extremely high operating ratio, it has not been 
progressive either in efficiency or as a medium of public necessity 
or convenience. President Mellen, in taking now full charge 
aiid responsibility for the property, faces somewhat the same 
probiem as in his improving the New Haven’s efficiency, by 
which, though at great cost, he has succeeded in reducing the 
operating ratio to so low a figure. But there is a specific trouble 
ahead. In his report President Tuttle makes no reference to 
the comparatively recent increase of Boston & Maine wages. 
The increase has been given unofficially as $2,700,000 a year. If 
that sum is correct, it cuts almost to nothing the net over ail 
in 1910 applicable to dividends—$2,850,621; and the vite of the 
directors, since the report was issued, of $10,000,000 for im- 
provements does not suggest reduction of fixed charges, though 
it does imply higher profits as an ultimate. There will un- 
dcubtedly be offsets, in a degree, to the increased wage scale. 
The closer union with the New Haven spells also higher devel- 
opment and closer harmonies of traffic, and those very soon; 
nor can the New Haven itself, with an investment of consider- 
ably more than one-half the shares, afford to let reduction of 
dividends go too far. But for some temporary reduction of divi- 
dends, as a direct result of the wage increase, less some increase 
of revenue from higher passenger fares and possible increase 
of freight rates, the stockholders of the Boston & Maine must 
be prepared. It is the price to be paid, in part, for the unpro- 
gressiveness of the past. 

The table annexed shows the results set forth in President 
Tuttle’s final report for the last two fiscal years: 


1910. 1909. 
Average mileage operated.......... 4.175 4,155 
PTRUY TOVENUE. oi oc 6ccicccas sees $25,451,236 $23,014,438 
Passenger TEVERUE < .6ccccsccs se 14,655,065 13,451,751 
Total operating revenue ........... 43,357,175 39,528,698 
Maint. of way and structures.... 5,253,611 4,251,565 
Maintenance of equipment....... 5,446,734 4,730,778 
DTALTIC CAPOCABOR 6 6.068 6:0:6:0:908 6-9-6 0% 544,016 516,417 
EPADEDOTIOUON 64.06 cbs ec a eea wees 19,075,788 17,800,498 
Total operating revenue ........... 43,357,175 39,528,698 
MIRRORS <Wiacbw han de Sa Rae Tae OaNG 2,076,880 1,789,932 
Total operating revenue .......... 43,357,175 39,528,698 
Gross corporate income ........... 10,732.980 10,177,224 
Net corporate iNCome. ....06600000% 2,850,621 2.387,602 
TO, a ae ae ere ae eet 1,868,520 1,817,360 
SOEEEMIICEG 5,005 6 6 16.074 6009-04 4 wile wean 981,101 570,242 
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cy late years each annual report of the New York, New 

Haven & Hartford Railroad Company, shows in a modified 
sense, a new scene in railway dramatics. So rapid has been the 
development of the company's property and so varied have be- 
come its interests that each new year brings fresh scenic as- 
pects. In view cf the composite nature this unique property, it 
is fitting to treat it in the scholastic phrase, by the “group sys- 
tem,” taking it in its three larger divisions—steam, trolley and 
navigation properties—though they are of unequal proportions 
and importance and the returns of two of the divisions incom- 
plete. it may be added that the present report is one of some- 
what special significance, as it marks a railway climax in New 
England when the New Haven legally, as well as actually, comes 
into responsible control of the Boston & Maine and acquires a 
railway monopoly of the six New England States, so nearly 
complete that it may as well be called so. The situation has 
just been officially certified by the accession of President Mellen 
to the place of President Tuttle. 

The New Haven feeds and drains a railway region more es- 
sentially a manufacturing one than that of any other great rail- 
way system in the land, not even excepting the Pennsylvania. 
Such regions, as they feel suddenly and deeply industrial de- 
pression, are also quick in the rebound. The New Haven reflects 
these conditions vividly. In the stressful year 1908 its net earn- 
ings over ail dropped $2,516,692 below the 8 per cent. dividend 
requirement. In the next year it gained to within $453,613 of 
that requirement, and now goes $1,037,793 above it, notwithstand- 
ing the sum of $446,395 called for as dividends on part-paid 
stock. But comparisons for the two years past in the regular 
gross returns are even more impressive than the net. Freight 
earnings for 1910 rise to $30,110,588, as compared with $26,595,- 
969 in 1909; passenger revenue to $24,885,864 from $22,852,741; 
and other revenue from transportation to $4,392,643 from 
$3,715,807. The whole operating revenue rises from $54,347,630 
10 $60,693,667, a gain of $6,346,037, the gross earnings, with 
their increase of 11.66 per cent., being the largest in the history 
ot the corporation. 

Operating expense, of course, had its increments, too, with 
their rise from $6,139,606 to $7,132,375 in maintenance of way 
and structures; from $5,906,356 to $6,461,772 in maintenance of 
equipment; and from $1,242,967 to $1,801,441 in general ex- 
penses; while, very strikingly, the major item of transportation 
expenses lifts only from $22,491,376 to $22,942,672. But these 
comparisons include but little of the advance in wages, which, 
to the amount of more than $1,750,000 a year, are now in force. 
They will be referred to later. But most impressive of all 
and showing close watch and ward is the reduced ratio of oper- 
ating expenses and taxes to gross earnings, which falls to 70.30 
per cent. in 1910 from 72.73 per cent. in 1909. 

Noteworthy in the New Haven’s case is the increase of taxes, 
so marked to-day all over the land. They were $3,338,305 in 
1908. Two years later (1910) they rise to $3,983,377, including 
the new corporation tax, $132,370. They are approximately 6.6 
per cent. of gross earnings and would pay something like 4 per 
cent. dividends on the stock outstanding. It throws a fantastic 
side light on the attitude of the state of Massachusetts to the 
company in past years, a state which, however, has recently sub- 
sided in her frenzy. 

It has been said with less than truth that the New Haven 
corporation is two-thirds a separate steam railway proposition— 
that is, considering the gross earnings of the controlled lines. 
Such a computation has failed to take in the Boston & Maine, 
which, if admitted, would raise the gross annual earnings of the 
teal New Haven system, including trolley and boat lines, to 
more than $130,000,000. A fairer computation, allowing only for 
stock interests in controlled lines in ratio to outside interests, 
indicates the New Haven as about 50 per cent. a separate 
railway proposition. The situation shows itself, to cite one piece 
of evidence, in the income from other sources. Not counting, 
for reasons to be stated later, the Connecticut Trolley Company’s 
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net revenue for eight months ($2,254,278) this other income is, 
this year, $6,737,146, as compared with $4,593,488 in 1909. It is 
somewhat more than 6 per cent. upon the stock. Of much the 
same favorable tenor, in view of the system’s rapid expansion, 
is the comparatively slight rise of deductions from income from 
$16,843,079 to $17,524,095. They rose to the former figure from 
$14,550,387 in 1908. 

The textual part of the report, besides its references to im- 
provements completed or in progress, brings out facts of more 
than passing interest. Most noteworthy, perhaps, is the schedule 
of wage advances, now for the first time stated officially, and 
amounting on a basis of last year’s returns, to $1,757,506, as par- 
tial offsets to which are the estimated advances, amounting to 
$1,058,753, in passenger rates, with a deduction of $200,000 for 
increased use of mileage books, thus reducing it to $858,753. 
In the present year’s results probably there will also, it may be 
added, be a deduction for passenger business transferred to the 
parallel trolleys. But, as the steam corporation owns the trol- 
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England investment; and, finally, there are the economies that 
can tide the company over a hard year until revenue from im- 
provements and extensions—such as the costly New York, 
Westchester & Boston, on which not less than $15,000,000 has 
already been invested—become available. The calendar year 
1911 looks like twelve months of pretty close reefing; but, be- 
yond it is the harbor of permanent 8 per cent. dividends, bar- 
ring general hard times. 

In the way of what may be called primary improvements are 
the Harlem branch, six tracking, completed; the expensive, but 
necessary, double tracking work between Hawleyville and Shel- 
ton, in rapid progress; the New Haven cut and trolley viaduct, 
finished; Waterbury improvements, completed; double track be- 
tween Waterbury and Bristol, in progress, and the Terryville 
tunnel, 75 per cent. done; elimination of Worcester grade cross- 
ings, 60 per cent. done; survey complete for the Stamford-New 
Haven electrification; and new equipment worth $2,969,697, 
bought during the year. 
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New York, New Haven & Hartford and New York, Ontario & Western. 


leys also, it only means the transfer of dollars, methodically 
speaking, from the trouser pocket to the vest pocket. Mr. Mellen 
trusts for liquidation of the wage balance from the advances in 
through freight rates now under investigation by the Interstate 
Commerce Commission and hints, significantly, that they and 
new economies may be needed to maintain the 8 per cent. 
dividend. 

This, obviously, for the stockholders, is a matter of pretty 
absorbing interest. On the present capitalization of the company 
there would be no doubt of such maintenance. But next January 
$30,000,000 of convertibles change peremptively to $20,000,000 
of stock, calling for an increase of $550,000 in disbursements, 
being the difference between the new dividend requirement and 
the present interest charges; and on June 20, 1911, 446,488 new 
full-paid shares go on the capital list, calling on their face for 
$3,571,504 additional dividend requirement. On the other hand, 
the total face increase in dividend requirements of, say, $4,000,000 
will be considerably reduced by interest on bonds to be paid; 
there are outside sources of fresh income, like the Central New 


Next to the steam property the large investment of the New 
Haven company in trolleys calls for attention—some 1,300 single- 
track miles with gross earnings of $12,385,122 in Connecticut 
and Rhode Island alone. For prudential reasons the returns 
oi the Massachusetts lines are omitted, but the legal acquisition 
of the Berkshire lines indicates that the time draws near when 
Massachusetts must recede further and let the fiction of the New 
Haven’s non-ownership of the other acquired lines in the state 
be abandoned. Counting in the guaranteed interest of the 
Frovidence Securities Company ($800,000) and subtracting net 
income over all ($573,565) the net loss on the Rhode Island 
properties is $226,435; the net gain on the Connecticut trolleys 
cannot be derived from the figures of the report. But the recent 
trolley arbitration in-Connecticut brought out the fact that fixed 
charges and rentals were approximately $2,700,000. This year’s 
net income over operation is $2,873,086, indicating that the Con- 
necticut investment is probably—allowing for past advances— 
taking care of itself, especially 1f the power accounts, now for 
the first time separated and showing a net of $102,651, are in- 
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cluded. Taking the total of the trolleys in the three states, 
there is probably a very slight deficit, which would turn to net 
income but for the deficit in Rhode Island. But the large in- 
crease of gross earnings—$598,508 in Connecticut and Rhode 
Island alone—forecasts the profit of the future, to say nothing 
of the indirect advantages of substantial control of the trolley 
systems of two states and their block on long distance rivals of 
the steam lines. 

The Connecticut (trolley) Company calls for a little more spe- 
cialized reference in regard to new financing. It appears in the 
list of securities held by the steam corporation that the Con- 
necticut Company’s capital is varied from $275,000 to $40,000,- 
000. This means that the steam (parent) corporation assumes 
the debts and advances to the Connecticut Company that amount, 
pays the debts at maturity and then obtains the property clear. 
It pays for the property in assumed obligations representing 
original cost of the road. 

Coming to the third group, the boat properties, as the New 
England Navigation Company is also a holding corporation, the 
best test of the year is a decrease in net earnings from $890,444 
to $822,744, probably due in part to the competition of the out- 
side line and the withdrawal of one of the subsidiary lines. On 
the Hartford line, although gross earnings rose from $1,087,106 
to $1,210,645, higher expenses and fixed charges reduced the net 
over all from $279,473 to $223,022. 

Reference in closing should be made to the remarkable devel- 
opment of the Central New England (the Poughkeepsie Bridge 
line), with its rise in gross from $2,530,213 to $3,022,720 and 
from net operating revenue of $931,030 to $1,289,487. It has 
begun payment on its income bonds, of which the New Haven 
owns $7,037,442 besides other bonds and 77,595 shares of com- 
mon and preferred stock, sure to begin dividend payments ere 
long. Allusion should also be made to the increased control in 
the Boston & Maine, of whose total preferred shares, 31,498, the 
New Haven—by its Boston Holding Company—holds 6,543 and 
153,571 common shares out of 288,413. Other matters to be no- 
ticed are the great schedule of minor physical improvements for 
the year; and the general balance sheet, rising to $450,764,376 
on each side with a profit and loss surplus of $14,196,253, as 
compared with $12,999,443 for the fiscal year 1909—figures that 
would make the old conservative father of the property stare. 

The annexed table shows the important comparative figures in 
the returns for 1910 and 1909: 





1910. 1909. 
Total mileage operated .......... 4,460 4,414 
PEGiBhe TEWBAUE 6ccecc'scsaaasis $30,110,588 $26,595,969 
Passenger revenue ............ 24,885,864 22,852,741 
Total operating revenue ........ 60,693,667 54,347,630 
Maintenance of way and structures 7,132,375 6,130,606 
Maintenance of equipment..... 6,461,772 5,906,356 
"TPA GRDONGES 66 esi 0.cais desis 350,943 308,999 
Transportation expenses ....... 22,942,674 22,491,376 
Total operating expenses......... 38,689,215 36,080,306 
MARR Decmctcie as Sue Res Slane 3,983,377 8,446,125 
OBETAUNE INCOME! 6.0 66 505s e060 21,583,823 19,679,819 
Income from other sources........ 6,737,146 4,593,488 
OBL TROGIR 6.6.ccicsavewseaes ces i 28,320,969 24,273,308 
NEW BOOKS. 


Rule Four of the Standard Code of Train Rules has been 
made the subject of a book by itself, filling 109 pages. It is 
an elaborate study of this rule, which has caused more perplex- 
ing discussions than any other, by William Nichols, of the 
Southern Pacific Company, who is chairman of the board of 
examiners in the assistant general manager’s office at San Fran- 
cisco. By the use of about 40 examples, illustrated by fac- 
similes of sections of time-tables, Mr. Nichols takes up and 
answers every possible question that can arise in connection 
with the adoption of a new time-table in which there are 
changes in the schedules of existing trains. The book is for 
sale at $1 a copy by W. H. Sheasby, 2246 San Pablo avenue, 
Berkeley, Cal. 
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THE STATUS CF THE MANUFACTURERS’ 
OF ST. LOUIS. 





St. Louis, Mo., Oct. 3, 1910. 
To THE Epitor or THE RatLWay GAZETTE: 

I have before me your issue of September 23, and have read 
with much interest your editorial on “The Big Railways and 
the Little Railways.” 

In the main you have fairly presented the great proposition 
and have enumerated some of the many difficulties in the way of 
a proper and just solution. I believe it is the intention of the 
Railway Age Gazette to deal fairly with all matters pertaining 
to the railway situation and that its editorials would not know- 
ingly reflect erroneous information. 

In the editorial referred to the Manufacturers’ Railway of 
St. Louis has been featured to a greater extent than any other 
individual small line. By inference it has been classed with 
“tap lines” and railway serving lumber interests. Its ownership 
has been misstated and its profits, when any, have supposedly 
reverted to the great brewing interests furnishing much of the 
traffic handled by the Manufacturers’ Railway. 

The Manufacturers’ Railway is a switching and terminal com- 
pany located wholly within the city of St. Louis; built by virtue 
of a Missouri charter and numerous city franchises. The owner- 
ship has never rested in any industrial institution furnishing 
tonnage handled by the Manufacturers’ Railway, and no single 
share of its stock was ever owned or controlled by any corpora- 
tion or industrial plant. 

It reports fully to the Interstate Commerce Commission, and 
its earnings are based on tariffs filed regularly with the commis- 
sion. ‘Therefore it cannot coriceal any large rebates either to 
the brewery or another shipper on its lines. The property and 
its accounts have been twice examined by representatives of the 
Interstate Commerce Commission, and when the divisions allowed 
the Manufacturers’ Railway were canceled it voluntarily sub- 
mitted its past, present and future into the hands of the Inter- 
State Commerce Commission. 

I believe each of the above statements can be verified by evi- 
cence given under oath at a hearing before an Interstate Com- 
merce Commission examiner, and are accessible to the public 
as a part of the reccrd of the Interstate Commerce Commission, 
docket No. 3151. Inasmuch as your articles are read by the 
great railway fraternity, I would ask that the erroneous con- 
ciusions and statements contained in your editorial be corrected 
in accordance with what has been established in the evidence in 
the case at hand. G. F. MOORE, 

President Manufacturers’ Railway of St. Louis. 


[The Railway Age Gazette had no intention of doing iniustice, 
in the editoria] referred to by Mr. Moore, to the Manufa_’ its’ 
Railway. It has learned since this editorial was published tnat 
its statement that the Manufacturers’ Railway is owned by one 
of the large brewing companies of St. Louis was incorrect. The 
inception, development and bona fide ownership of this road are 
shown by evidence and exhibits presented to the Interstate 
Commerce Commission, in the case which the Manufacturers’ 
Railway has brought to compel the trunk lines to make through 
routes and through rates in connection with it. This evidence 
and these exhibits show that 95 per cent. of the securities that 
Lave been issued by the Manufacturers’ Railway are owned by 
Adolphus Busch and his son, A. A. Busch, and that 5 per cent. 
of them are owned by the Schuttler estate, of Chicago. Messrs. 
Busch and the Schuttler estate also own 72 per cent. of the 
stock oz the Anheuser-Busch Brewing Company. While our 
statement that the Manufacturers’ Railway is owned by one of 
the large brewing companies was incorrect, and Mr. Moore’s 
statement that “the ownership has never rested in any industrial 
institution furnishing tonnage handled by the Manufacturers’ 
Railway Company, and no single share of its stock was ever 
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owned or controlled by any corporation or industrial plant,” is 
true, it is perfectly plain that any excessive tap line allowance 
which was made by the trunk line railways to the Manufacturers’ 
Railway would inure to the benefit of the largest stockholders of 
the Anheuser-Busch Brewing Company just as surely as if the 
Manufacturers’ Railway were owned outright by the Anheuser- 
Busch Brewing Company.—EbirTor. ] 





HIGH VOLTAGE DIRECT CURRENT TRACTION. 





New York City, September 7, 1910. 
To THE Epitor or THE RatLway AGE GAZETTE: 

In your issue of Dec. 29, 1905, you did me the courtesy to refer 
editorially to an announcement of mine of the week before that 
I was prepared to undertake 1,500 volt d. c. traction; and, while 
making sundry comments based upon the assumed difficulties of 
operating at this higher potential, you stated that: “If it can 
be done, as he claims, economically and safely, his invention will 
rank higher than his previous work, which has given him the 
standing among electrical engineers which entitles this proposal 
to serious consideration.” 

The results predicted are now not only possibilities, but facts of 
daily occurence with both trolley and third rail construction. Of 
the latter, the Central California Traction Company’s equipment 
from Stockton to Lodi, now being extended to Sacramento, where 
1,200 volts was adopted on my advice in 1906, has given un- 
qualified satisfaction. No less than thirteen interurban trolley 
lines in this country are now operating or are to be operated at 
this or a higher potential. Some were equipped originally for 
500 to 600 volts d. c., others for a. c—d. c. operation and later 
changed over, and some were originally designed for 1,200 volts. 

The first of these was the Pittsburg, Harmony, Butler & New- 
castle road, contracted for in May, 1906. Included in the list is 
the Oakland division of the Southern Pacific Company, where by 
the adoption of this system there has been effected a capital sav- 


_ing of about $500,000. One of the most significant changes is 


that of the Washington, Annapolis & Baltimore road, where I 
advised 1,200 d. c. operation in 1906, but which elected to first 
try out the single phase alternating current sytem under condi- 
tions which made its successful operation impossible, and resulted 
disastrously. One of the latest equipments being contracted for, 
that for one of the Southern Pacific suburban properties, is for 
a somewhat higher potential, namely, 1,500 volts, using machines 
primarily designed for 1,200 volts. 

In some of these various equipments 600-volt machines are 
used in series, but elsewhere full potential is used directly on the 
individual motors. The aggregate trackage exceeds 500 miles. 
Without expressing any present opinion as to the comparative 
value of different systems, or their limitations, it seems proper 
to now record the above facts as verification of a prediction 
which you thought of sufficient importance to note editorially. 

I was, of course, not insensib!e to the compliment of your ref- 
erence, but it is proper to say that in spite of the many difficulties 
which seemed to stand in the way of the use of higher d. c. 
potentials, the results achieved are not due to any new and radical 
inventions on my part, but rather to my reiterated insistance 
upon the advisability of determining the possibilities in d. c. 
motor construction as influenced by the use of the interpole, the 
modern outcome of an old invention of mine, first tested upon 
the Elevated Railroad many years ago, but which long lay dor- 
mant. Certainly there has been no invention in the matter, other- 
wise, which in my opinion compares in importance with the multi- 
ple unit system, now a fundamental requisite in all electric train 
operation wherever it is necessary to have consolidation of power 
under a common control, and upon which all rapid transit train 
systems are absolutely dependent. FRANK J. SPRAGUE. 








The Prussian Minister directs that where the landscape is 
defaced by railway embankments, etc., these be planted with 
shrubs, etc., having an eye to the production of fruit and food 
for bees as well as the beauty of the landscape. 
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THE MANN-ELKINS ACT.* 





BY FRANK HAIGH DIXON. 


Considering the radical character of the Mann-Elkins act, it 
is somewhat surprising that it was debated and passed with so 
little demonstration on the part of either public or carriers. 
No such extraordinary campaign of publicity was undertaken by 
the railways as was the case four years before, nor did the 
discussion of the question occupy the same space in the press 
ar the same attention in public address. 

Upon the Interstate Commerce Commission, whose jurisdic- 
tion had been extended by the amendments of 1906, the new 
act lays still further responsibilities. Interstate telegraph, tele- 
phone, and cable companies, whether wire or wireless, are de- 
clared to be common carriers within the purpose of the act, and 
are placed under the regulating authority of the commission. 
The original suggestion for the inclusion of these carriers came 
from a democratic members of the House of Representatives, 
and his amendment was promptly adopted over the objections 
of those in charge of the railroad bill in that body, who pro- 
tested against hasty action that would bring these carriers under 
a law ill-adapted to their regulation, and framed for transpor- 
tation corporations whose operations were of a distinctly dif- 
ferent character. Yet with the right to classify messages, the 
principle of just discrimination is recognized, and there seems to 
be no good reason why the commission cannot apply to agencies 
of this character the same rules of action that are applied to 
transportation companies. Beyond this the jurisdiction of the 
commission over interstate carriers remains as before. 

LONG AND SHORT HAUL CLAUSE, 

The amendment to the act which will probably be most far- 
reaching in its effects is that which restores the long and short 
haul clause to a place of active participation in the task of rail- 
way regulation. 

This clause was shorn of all significance by a Supreme Court 
aecision in 1897+ which virtually declared that competition of 
railways at termina! points created those dissimilar circum- 
stances that warrentsd a suspension of the clause, and further- 
more, that if circumstances were substantially dissimilar, the 
railways were not in violation of the statute if they charged a 
less rate for the longer distance without permission of the com- 
inission. Justice Harlan in his dissenting opinion said, “Taken 
in connection with other decisions defining the powers of the 
Interstate Commerce Commission, the present decision, it seems 
to me, goes far to make that commission a useless body.” ‘That 
the decision was a severe blow to the power and prestige of the 
commission was clear, and it became clearer as time went on, 
for this evil, which Chairman Knapp called “the most irritating 
and obnoxious form of discrimination that has been encoun- 
tered,” did not cease, but became if anything more widespread 
and burdensome. It has been present in full force in the South 
11 the basing-point system. As the cities of the Rocky moun- 
tain region have growr in strength, they have wished to build 
up a distributing business in mountain territory, and the practice 
of giving rates to Pacific coast points lower than those granted 
to the interior has become to them weli nigh intolerable. Every 
attempt on the part of public or commission to equalize rates 
on a plan which approximated the distance basis has been 
met by the roads with the plea that such a revolution would 
utterly destroy established industries. “God help New England 
if the long and short haul clause is restored,” is the remark 
of a railway president which typifies fairly the position of the 
carriers. 

It was the House amendment which finally became law. This 
climinated from the old section the words “under substantially 
similar circumstances and conditions,” thus making it unlawful 
under any circumstances to charge more for the longer than for 
the shorter distance, unless permission should be secured in ad- 





*Abstracted by permission from a paper in the Quarterly Journal of Eco- 
nomics for August, 1910. 

yon Commerce Commission v. Alabama. Midland Ry. Co., et al., 
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vance from the commission. No other changes were made in the 
section except that (1) the prohibition was extended to include 
route as well as line, thus making it clear that jurisdiction cx- 
tends over routes made up of more than one railway line, and 
(2) carriers were prohibited from charging more for a through 
route than the aggregate of the intermediate rates, which legal- 
izes a rule that the commission has consistently followed in its 
decisions. No rates are required to be changed under this clause 
until six months after the passage of the act. If held constitu- 
tional in its amended form, the section will put into the hands 
of the commission a power by which they may readjust the 
entire rate structure of the country, subject only to the limita- 
tion that rates must be reasonable. How far they will take 
advantages of this sudden and extraordinary increase in their 
authority remains to be seen. Judging from recent decisions, 
they are likely to continue their readjustment of rates in trans- 
Mississippi territory with much more confidence that their find- 
ings will be sustained by the courts. 

An amendment which had been recommended by the National 
Waterways Commission in its recent report to Congress was 
submitted by its chairman, Senator Burton, and became a part 
of Section 4. It provided that whenever a railway in competi- 
tion with a water route should reduce its rates to competitive 
poinis, it should not be permitted to increase them unless, after 
hearing before the commission, it should be found that such 
increase rested upon changed conditions other than the elimina- 
tion of water competition. The only provision of this kind pre- 
viously in existence in this country is to be found in the consti- 
tution of Caiifornia, under which document the railway com- 
mission of that state is created, and it was from this source 
that the suggestion of the Waterways commission came. The 
clause therein contained is practically identical with the one 
adopted by Congress. 

RATES AND ROUTES. 

The Hepburn act gave the commission power to prescribe 
rates, but only after hearing and upon complaint, and no com- 
plaint could be entertained until a rate was actually in effect. 
It is clear, therefore, that a shipper had no satisfactory method 
of avoiding the burden of an increased rate, until he could 
actually prove by experience that it was unreasonable. In prob- 
ably a majority of cases, the burden of the freight rate is shifted 
to the consignee, is abscrbed into the retail price of the goods, 
and paid by the ultimate consumer, who is not a party to the 
shipment and has standing before court or commission. 

In addition to demands on the commission for reparation, 
the shipper has to some extent invoked the aid of the courts to 
restrain an advance in rates. This method has not proved satis- 
factory. In the first place, the power of the courts to suspend 
rates before they become effective has been bitterly contested. 

But even if the power exists in the courts to restrain rate 
increases, an injunction can issue only in favor of the petition- 
ers, and only upon the filing of a bond. The large body of ship- 
pers who cannot file a bond, and who do not petition the courts, 
are obliged to pay the new rate. Again, such a court injunction 
applies only to the circuit over which the court has jurisdiction, 
and hence may cause confusion in cases of shipments which pass 
through more than one circuit. 

It is obvious that no carrier should be compelled to lower a 
rate without a hearing. It should be equally obvious that no 
shipper should be compelled to suffer an increased burden with- 
out having an opportunity to present his case. A rate long in 
existence is presumptively reasonable, and no serious hardship 
can arise if a postponement of the effective date of a change in 
such rate is made pending an examination of its reasonableness. 

This was the situation which influenced the administration 
and Congress to make a radical change in our method of rate 
control. It 1s now provided that whenever there shall be filed 
with the commission any new rate or fare or classification, or 
any regulation affecting a rate, the commission is authorized, 
either upon complaint or upon its own motion, after reasonable 
notice to the carrier, to enter upon a hearing, and pending such 
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hearing and decision, it may suspend the operation of the rate 
or other regulation for not more than 120 days beyond the time 
when it would have gone into effect. If the hearing is not then 
completed, it may extend the time of suspension for a further 
period of six months. After full hearing, the commission may 
make such order as would be proper in a proceeding initiated 
after the rate became effective. In any hearing involving a 
rate increased after January 1, 1910, the burden of proof is on 
the carrier to show that the increased rate is just and reason- 
able. 

Those who consider this legislation as revolutionary and dras- 
tic should bear in mind that this is merely giving those same 
safeguards to the shippers and the public, that we have long 
given through statute and constitutional privilege to the com- 
mon carriers. Ifa rate has been lowered by order of the com- 
mission, the carrier has had the right to enjoin its enforcement 
and the ultimate determination of the question has been post- 
poned often for years, the old rates in many instances continu- 
ing in force. Except in complicated cases involving extensive 
changes over wide areas of country, it is unlikely that the 
commission will take advantage of the full ten months permitted 
by law, and preliminary notice of from four to six months of 
changes in rates, which is likely to be the practice, should not 
injure the carriers and should prove of immense value to 
shippers. 


Section 6 has been amended by providing that if, after written 
request has been made upon the agent of a common carrier for 
a written statement of a rate applicable to a desired shipment 
between stated places, under tariffs to which the carrier is a 
party, such common carrier shall refuse or omit to give such 
statement within a reasonable time, or shall misstate in writing 
the applicable rate, and if the applicant suffers damage, either 
through making the shipment over an unnecessarily costly route, 
or through entering into a contract to pay the freight charges, 
then the carrier is liable to a penalty of $250 which is to accrue 
to the United States. The misquotation or non-quotation of a 
rate after a proper request is now made a misdemeanor, with 
a penalty payable to the United States. A majority of Congress 
felt that any scheme which would have permitted a civil suit 
for damages, with recovery by the shipper, would have opened 
an easy road to rebates, and it was for this reason that a Senate 
amendment giving a shipper this right of recovery was dropped 
out in conference. But with the heavy penalties in existince 
against rebating, and with the ease with which the carrier and 
shipper could be detected through the written statements re- 
quired under this section, it is not at all clear that a provision 
which would permit shippers to recover damages would pro- 
mote rebating. Yet to the law-makers a penalty that would serve 
to make agents more responsible seemed to be the only feasibie 
plan. 

The Hepburn act authorized the commission to establish 
through routes and joint rates when carriers had refused or 
neglected to establish such routes and rates voluntarily, and no 
reasonabie or satisfactory through route existed. The difficulty 
in the enforcement of this provision has been in the interpreta- 
tion of the words “reasonable or satisfactory,” for what might 
be reasonable or satisfactory for one purpose and under one 
set of conditions, was not so for another purpose or under other 
conditions. This was shown in the Portland Gateway case,* 
in which the commission held that because a large group of 
passengers could not secure joint rates from St. Louis to Seattle 
by way of Portland, but could do so only by the Hill lines, no 
satisfactory through route existed for them, and they ordcred 
one established by way of Portland. Against this order, the 
circuit court granted an injunction basing its action upon the 
literal wording of the statute. The commission, therefore, urged 
that this limitation upon its power to prescribe through routes 
be removed, at least so far as passenger business was concerned. 
Again, there are frequently conditions in freight traffic due to 





*Northern Pacific Railway Co. vs. Interstate Commerce Commission, 23d 
Annual Report of Commission, p. 36. 
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car shortage, lack -of facilities, and the like, when public ne- 
cessity demand that some pressure should be brought to bear 
upon the initial carrier to provide additional through routes. 

In the act under consideration, the proviso that “no reason- 
2ble or satisfactory through route exists” is eliminated, and the 
commission may, after hearing, order such through routes and 
prescribe such joint rates as seem desirable, even when one of 
the connecting carriers is a water line. The only limitations 
upon its power in this regard are, (1) that because of its ob- 
vious impracticability, no through route shall be formed with a 
street electric passenger railway not engaged in freight busi- 
ness, (2) that no route may be established when the transporta- 
tion is wholly by water, as this would be beyond the jurisdiction 
of the commission, and (3) that no railway company shall be 
required without its consent to embrace in the through route 
substantially less than the entire length of its road, or any 
intermediate road under its control, which lies between the ter- 
mini of the proposed route, unless this would make such route 
unreasonably long as compared with a more practicable route. 
This last limitation, embraced in the adminisiration bill, was 
eliminated from the House bill, but was restored on the floor, 
in response to the urgent demands of the railways who feared 
that the commission might, in seeking for the speediest routes, 
take small portions out of their lines, and deprive them of 
much of their 'cng hav) business. Yet in its present form it 
:. doubtful whether the clause is workable at all, and whether 
the commission’s power over through routing is not less than 
before. When cach railroad can include substantially all of its 
line in a through route to which it is a party, it wd] 2:tablish 
it voluntarily, and the commission’s authority will not be in- 
voked. It is in cases where the through route requires the in- 
clusion of a part only of a carrier’s line that conflict will arise 
and the commission will be requested to exercise its authority, 
and it is in just such cases that the hands of the commission 
are tied. It is not unlikely that this limiting proviso has nullified 
the eritire clause. 

In the California Orange Routing cases, it appeared that the 
carriers had reserved the control over the routing of the fruit 
to prevent alleged rebating upon certain connecting lines, over 
which the fruit shippers wished their product to move. This 
practice of the initial carriers was held by the commissiou to 
be an undue prejudice and disadvantage to the orange ship- 
pers, and a violation of Section 3 of the act; but the practice 
was sustained by the Supreme Court of the United States.* In 
iheir appearance before the House Committee on Interstate Com- 
merce, the shippers contended that the carrier had no property 
right in the goods, and should leave the routing to the owners, 
ihat it was frequently necessary to know the route in advance 
in order to safeguard the shipments and arrange for their re- 
ceipt, that if they arranged the routing, delays in transit due 
to blockades or to the reloading practices of connecting roads 
might be avoided, and that in general the shipper would be in 
a better position to secure the most efficient service. It was 
contended further that the present policy of leaving the routing 
to the initial carrier tended to the development of pooling and 
exchange of traffic between certain carriers to the exclusion of 
competitors, and hence resulted in increase of rates and in 
Geterioration of the service. The right to route traffic would 
be of special value to the local shipper who could not make as 
effective demands upon the carrier as the large shipper at the 
competitive point. The main argument of the railways for a 
continuation of the existing practice was that without a policy 
of reciprocation between connecting lines, it would be impos- 
sible to secure the facilities necessary to serve the public, and a 
withdrawal of the practice would tend to less efficient and more 
expensive transportation. 

It is now provided that when two or more through routes 
and through rates exist, to which the initial railway is a party, 
the shipper, subject to such exceptions as the commission may 
prescribe, may designate in writing the route which he prefers, 


*200 U. S. 536. 
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and a bill of lading must then be issued in conformity with 
his instructions. It is further provided that where competing 
lines form part of a through route, the shipper may designate 
over which of the competing lines his freight shall be trans- 
ported, even though no joint rates have been agreed upon or 
filed. This additional proviso would seem to give the shipper 
all the freedcm he could peossibly wish for shipments of any 
distance. For it would be difficult to find any route of any 
considerable length in which for at least a portion of the way 
there do not exist competing lines of railway. Yet it is doubtful 
whether in the long run this radical change of policy will work 
out to the best interest of the shipper. His main concern 1s to 
name the delivering road, and he will, to be sure, have more 
freedom in this respect hereafter. But his requests, when rea- 
sonable, have heretofore usually been granted by the initial car- 
rier. Now by naming his own route, he assumes all responsi- 
bility and the carrier must follow his instructions, strikes, block- 
ades, and acts of God to the contrary notwithstanding. To be 
sure, the so-called Carmack amendment, adopted in 1906, which 
makes the initial carrier liable to the shipper for damage, even 
if the damage occurs off its own line, is still in force. In fact, 
a Senate amendment relieving the carrier from liability beyond 
its own line, when the shipper selects a line over which no 
through route has been established, was thrown out in confer- 
ence. Yet it is inconceivable that the courts will ever insist 
upon the liability of an initial carrier for a shipment over a 
series of connecting roads, where neither a through route nor a 
joint rate has been «greed on. 

For the first time, the act specifically provides that carriers 
shall establish and enforce reasonable classifications of property 
ior transportation. This gives the commission no authority 
which it has not exercised since 1906, but merely puts its power 
beyond dispute. A provision in the Senate bill directing the 
commission to investigate and report as to the feasibility of a 
uriform classification of articles of commerce throughout the 
country was eliminated in conference. 

ADDITIONAL POWERS OF COMMISSION. 

It was of the greatest importance from the public standpoint 
that the commission should continue to act on its own initiative 
whenever a situation seemed to warrant it. Frequently it was 
desirable that complaints should be broadened, and that the 
commission should investigate on a more comprehensive plan 
than the complaint as filed would permit. The commission has 
in a few instances followed this policy, but it seemed undesir- 
able that it should continue to exercise the right under a 
clouded titie. 

Section 13 has now been amended so as to leave no doubt 
as to the powers of the commission. It is given full authority 
at any time to institute any inquiry on its own motion, as to 
any matter concerning which any complaint is authorized, or 
any question may arise under the provisions of the act, and its 
powers are to be the same, including the power to make and 
enforce orders, as though the matter had arisen through formal 
complaint. Section 15, which gives the commission power to 
prescribe rates upon complaint and after hearing, is amended by 
authorizing the commission to issue orders “after full hearing 
under an order for investigation and hearing made by the com- 
mission on its own initiative (either in extension of any pend- 
ing complaint or without any complaint whatever ).” 

It is required by the new act that carriers shall prescribe just 
and reasonable regulations concerning the issuance, form and 
substance of tickets, bills cf lading, manner of marking, packing 
and delivering property, carrying of personal, sample and excess 
baggage, and all other matters relating to the handling or stor- 
ing of property, and all unreasonable regulations are prohibited 
and declared to be unlawful. This clause covers a multitude of 
Getails in connection with both passenger and freight traffic, 
concerning which there has been from time to time complaint 
on the part of shippers and passengers. One instance is that 
of sample baggage. Representatives of the traveling salesmen, 
in hearings before the House committee, complained of the 
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anomalous position which they occupy with respect to their bag- 
gage. Sample baggage in some states cannot be carried as per- 
sonal baggage; in some sections railways refuse to carry ii at 
all; in other sections, railways accept it, but assume no respon- 
sibility and the salesman is without standing before the com- 
mission if he complains of unreasonable treatment. 

Another illustration of the kind of supervision which the 
commission is expected to exercise under this section is found in 
the act regulating the transportation of explosives, passed orig- 
inally in 1908 and re-enacted in 1909, which directed the com- 
mission to prepare regulations for the safe carriage of such 
traffic. Such power of supervision is now conferred in a generai 
way by this amendment over all methods of handling and trans- 
porting property. 

It is made unlawful for a railway to enforce other than rea- 
sonable regulations, and by an amendment to Section 15, the 
commission is given jurisdiction over all regulations and prac- 
tices of carriers and the power to prescribe reasonable regula- 
tions te be hereafter followed. 

In connection with the requirement that every carrier shall 
establish through routes and just and reasonable rates applicable 
thereto, it is now made the duty of each to provide reasonable 
facilities for the operation of these routes, proper rules for the 
interchange of cars, and reasonable compensation to those en- 
titled to it. This clause was aimed at those railways which 
limit the range of movement of their equipment, and was de- 
signed to promote the efficiency of through business. 

PROCEDURE. 

The entire questions of procedure may best be considered in con- 
uection with the sections creating the Commerce Court. This 
court is to consist of five judges appointed for terms of five 
years. At the beginning, the President is to appoint five addi- 
tional circuit judges for terms of from one to five years. At the 
expiration or termination of the assignment, the chief justice of 
the Supreme Court is to designate a circuit judge to fill the vacancy. 
After 1914, no circuit judge is to be reassigned to service in the 
Commerce Court without an interval of one year. Four judges 
constitute a quorum of the court, and a majority must concur 
in all decisions. Regular sessions of the court are to be held in 
the city of Washington. If at any time the business of the 
court is not sufficient to demand the services of all the judges, 
the chief justice of the United States may terminate the assign- 
ment of any judge, or temporarily assign him for service in 
any circuit court or circuit court of appeals. 

Exclusive jurisdiction is conferred upon this court over the 
following kinds of cases: 

1. All cases for the enforcement of any order of the commis- 
sion other than for the payment of money, where enforcement 
does not involve the collection of a forfeiture or penalty, or 
the infliction of criminal punishment. 

2. All cases brought to enjoin or set aside in whole or in part 
any order of the commission. 

3. Suits brought wnder the Elkins act to enjoin illegal dis- 
criminations or departures from published rates. 

4. Suits brought under Section 20, praying for the issuance 
of writs of mandamus, to compel the filing of proper reports or 
the keeping of prescribed accounts, and under Section 23 to 
compel the movement of interstate traffic or the furnishing of 
facilities. 

The first class of cases comprises those in which an order of 
the commission has been disobeyed by the carrier, and suit is 
brought for its enforcement, Suits for the coliection of damages 
are left as in the Hepburn act. The complainant files his peti- 
tion in the circuit court of the United States, and the case pro- 
ceeds as do other civil suits of similar nature. The only change 
made in the new act in this respect is the inclusion of a per- 
mission to file such suits also in state courts of general juris- 
diction. If orders other than those excepted are disobeyed, the 
commission or any party injured, or the United States, may 
apply by petition to the Commerce Court, and this court, if it 
‘determines “that the order was regularly made and duly served, 
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. shall enforce obedience by a writ of injunction or other 
proper process.” 

In the second class of cases are included orders of the com- 
mission which the carrier seeks to enjoin or annul. Such appeal 
by a carrier does not operate of itself to stay the order of the 
commission, but the court may suspend in whole or in part the 
operation of the order pending final hearing of the suit. No 
injunction may issue except upon notice and after hearing. In 
cases where irreparable damage is liable to ensue, the court, or 
a single judge thereof, may grant a stay of not more than sixty 
days, but such stay can only be granted upon hearing, and after 
three days’ notice to the commission and the attorney-general, 
anid the order granting the stay must contain a specific finding 
based upon evidence that such irreparable damage will ensue, 
and specifying its nature. Upon hearing the application, the full 
court may continue the temporary stay beyond the sixty-day 
period until its final decision. The procedure retains in modi- 
fied form the principle so bitterly contended for in the passage 
of the Hepburn act, that notice and hearing must precede the 
issue of even a temporary injunction. The five days’ pre- 
liminary notice of the act of 1906 has been now reduced to 
three days.* As in the Hepburn act, appeals may be taken from 
an interlocutory order granting an injunction, if made within 
thirty days, and from a final judgment of the Commerce Court 
if made within sixty days. Such appeals do not operate to super- 
sede or stay the judgment unless so directed by the Supreme 
Court, and such cases have priority in hearing and determina- 
tion over all except criminal causes. 

It should be noted that in exercising jurisdiction over the 
first two classes of cases, those for enforcement of the commis- 
sion’s order following disobedience by the carrier, and those - 
brought by a carrier in protest of the commission’s order, the 
new law holds the ground gained by the judicial interpretation 
of the Hepburn act. That act put all orders of the commission 
into effect unless suspended or set aside by a court of compe- 
tent jurisdiction, and it also provided that “if upon such hear- 
ing as the court may determine to be necessary it appears that 
the order was regularly made and duly served ... the court 
shall enforce obedience.” In the recent cise of the Interstate 
Commerce Commission vs. Illinois Central Railroad Company 
the court seems to hold that it can only inquire as to the power 
of the commission to make the order, and not into the expe- 
diency or wisdom of it; and in determining whether it should 
he set aside, it must consider solely whether the order was con- 
stitutional and whether it was within the scope of the commis- 
sion’s delegated authority. So significant did this decision ap- 
pear to be in limiting the powers of the circuit courts, and in 
strengthening the administrative powers of the commission, that 
the advocates of administrative supervision insisted upon re- 
stricting the powers of the new court explicitly to those which, 
by this decision of the Supreme Court, the regular circuit courts 
were held to possess. 

The question of procedure which the administration had most 
at heart was that which provided for the bringing of suits 
against the United States, instead of against the Interstate 
Commerce Commission; gave to the attorney-general of the 
United States entire charge of all cases in the Commerce Court 
and in the Supreme Court on appeal; and stipulated that the 
interstate Commerce Commission and its attorneys should take 
no part in the litigation. 

Heretofore, suits to review or set aside orders of the com- 
mission have been brought against it eo nomine, and have been 
defended by its own attorneys under the nominal supervision 
of the attorney-general. This practice has given rise to the 
criticism that the commission assumes the functions of investi- 
gator, judge and then prosecutor, and that it is undignified for 
the commission, having once rendered a judicial decision} to 





*The measure as it passed the House provided for no preliminary notice, 
but limited the operation of the injunction to seven days. The Senate bill 
provided a five-day’s preliminary notice, and a stay of sixty days. 

+The Illinois Central case, just referred to, would seem to imply that the 
commission is a legislative and not a judicial body. 
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go into the courts as a litigant in defense of its own orders. But 
the influence that was probably responsible for this provision 
emanated from a sensitive department of justice, which felt 
that the prosecuting force of the Interstate Commerce Com- 
mission was. invading its territory. This clause was framed by 
the attorney-general of the United States with the purpose of 
defining clearly the functions of two conflicting departments, 
and re-establishing the department of justice in the position 
he thought it properly belonged. But his ambitious program re- 
ceived a serious check at the hands of the “insurgents” in both 
houses, particularly in the Senate, where generous provision for 
intervention of interested parties was made. Suits are to be 
brought against the United States rather than the Interstate 
Commerce Commission, and the attorney-general is to have con- 
trol of the interests of the government in the Commerce Court 
and on appeal; but the Interstate Commerce Commission, and 
any party in interest to the proceeding before the commission, 
may appear as parties of their own motion and as of right, 
and re-establishing the department of justice in the position where 
general, is to make all rules concerning appearances, procedure 
and number of counsel. This procedure, which seems to carry 
informality to an extreme, came in response to the wellnigh 
unanimous protest of shippers against the administration pro- 
gram. They contended that if cases were taken out of their 
hands. and if the commission itself were denied participation, 
there would be no one connected with the case in the courts 
who had had any familiarity with it in its earlier stages, and 
than in complicated traffic questions this lack of association with 
the contest from the beginning would render the United States 
attorneys so helpless in contest with the railways that a disas- 
trous outcome to the litigation in the courts would be a fore- 
gone conclusion. They were unwilling to rely upon the self- 
interest of the attorney-general to employ shippers’ counsel as 
his assistants. 

The motives which led to the recommendation of a Commerce 
Court were stated in the special message of the president on 
January 7, when he called attention to the delay now attending 
the adjudication of cases in the United States courts, the con- 
trariety of opinion which issues from them, and the apparent 
inability of circuit judges to cope with the mass of conflicting 
and highly technical evidence. But the proposition met with 
surprisingly little cordial support. Its defense was perfunctory, 
the attack spon it was vigorous and pointed, and its adoption 
after significant amendment was apparently the result of a 
compromise with the radicals, who granted this pet project of 
the president’s in return for provisions which they considered 
vital to the measure. The court was attacked, in the first place, 
as an unnecessary expense. In answer to the claim that delays 
would be avoided by a court which devoted its attention exclu- 
sively to railroad cases, it was contended that the delays arose 
in the preparation of cases, the taking of evidence, and in the 
presentation and adjudication of cases on appeal in the Supreme 
Court, and that none of these delays would be avoided under 
the new arrangement. Such uniformity as was desired from 
this court was now being secured on appeal to the Supreme 
Court, whose business it was to look at these national questions 
in a broad way, and harmonize conflicting judgments. More- 
over, such a court, set apart to handle a specific kind of cases, 
in which corporations with enormous capital and great influence 
were interested, would become a special target for attack, and 
this would tend to lessen respect for our judiciary even if the 
attacks had no justification. 

Even among those who favored the creation of the court, 
there were many, like the members of the Interstate Commerce 
Commission and prominent railway attorneys, who objected to 
its shifting character. If expert knowledge of railway ques- 
tions was a desirable possession on the part of the judges in 
this court, then why should they not be made a permanent body 
instead of being transferred every five years, or even more fre- 
quently, if the suppiy of cases did not meet the demand? Is it 
probable that expert knowledge would be found in a court. 
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which, after five years, would be drafted from the general body 
of circuit judges? 


MISCELLANEOUS PROVISIONS, 


It has been made a misdemeanor, with a penalty of $1,000, 
for any common carrier, or any agent or employee, to disclose 
any information concerning the nature, route or destination of 
any shipment, when such information may be used to the injury 
of the shipper in favor of a competitor. It is likewise made 
unlawful for any persons to solicit such information. Thus a 
tardy step has been taken to protect shippers against a most 
contemptible form of espionage practised by competitors, usually 
by those who are powerful and well organized, and who, through 
the pressure which they can bring to bear as large shippers, can 
secure from the railways information concerning the business of 
their rivals. 

Section 20 relating to statistics and accounts is amended by 
permitting the commission to adopt for its statistical reports, 
the calendar year instead of the government fiscal year as at 
present, and by making more specific its power to call for peri- 
odical and special reports under cath. 

A section was added at the end of the act, which has no direct 
relation to the problem of common carrier regulation, yet has 
been called forth mainly by the conflicts of jurisdiction in rail- 
way cases. It provides that any petition for an interlocutory 
injunction, suspending a state statute, shall be made before three 
judges, of whom one shall be a justice of the Supreme Court 
of the United States, ora circuit judge. The application shall 
be heard only after five days’ notice, except when irreparable 
loss or damage would result, in which case any one of the 
judges may grant a restraining order, which, shall be effective 
only until the application for injunction can be heard. Appeal 
is direct to the Supreme Court. 


PROJECTS WHICH FAILED OF ENACTMENT. 


The projects which failed of incorporation in the act were 
quite as interesting and important as those which were adopted, 
and deserve a moment’s consideration. It is significant that the 
two specific recommendations made in the Republican platform 
for amendment of the Interstate Commerce act both failed of 
passage. The amendment authorizing agreements between car- 
riers as to rates failed to pass either house. Conflict arose over 
the question as to whether such agreements should be approved 
in advance by the commission and whether in fact it would be 
practicable to require such approval. It was contended that if 
such agreements contained all the rates involved, a submission 
of the agreements to the commission would mean a costly dupli- 
cation of the present labor incurred in connection with the filing 
of tariffs. But the real cause for the defeat of this proposal 
was the conviction that this meant a repeal of the anti-trust 
law so far as railways were concerned. It is apparent that the 
people are not yet ready to accept the principle of combination 
as applied to these great aggregations of capital invested in the 
transportation industry. How long we shall continue fondly to 
hug this fallacy of competition no one knows. There is cer- 
tainly no immediate prospect that it will be abandoned in favor 
of any other economic principle. 

The elaborate provisions which, with certain important ex- 
ceptions, forbade the purchase by one railway of the stock of 
another, and those which were intended to place the control of 
iuture capital issues in the hands of the commission, all went 
down in defeat. They were extensively amended in the House. 
They were thrown out in the Senate by an almost unanimous 
vote. Their opponents represented three points of view. There 
were those who opposed stock and bond regulation of any kind. 
There was the element which regarded this project of federal 
regulation as an invasion of the rights of the states. Finally 
there was the group which strongly favored the principle, but 
which ‘felt that the specific plan of the administration was so 
cumbered with exceptions, and so guarded with provisions of 
one kind and another, that the net result was a legalization of 
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the present situation and a validation of a mass of worthless 
securities. The House section went to conference .and would 
have been thrown out altogether, but for the president’s insist- 
ent reminder of the platform pledges. However, the most he 
could secure was the right to appoint a commission with au- 
thority to investigate questions pertaining to the issuance of 
stocks and bonds by railway corporations, and the power of 
Congress to regulate such issues. While the desirability of con- 
trol of capitalization is unquestioned, yet the plan as proposed 
was so complicated and the step after all so radical, in view of 
our previous policy, that it would seem wise to make haste 
slowly. Iz the commission does nothing else, it will at least give 
the public and its representatives in Congress an opportunity to 
gain a better acquaintance with the problem, and it may help to 
educate them along lines of wise regulation. It is to be hoped 
that the proposal of the administration bill will appear at the 
next session, shorn of a mass of the verbiage which now sur- 
rounds it. 

The House sent to the conference committee an amendment 
directing the Interstate Commerce Commission immediately to 
ascertain the value in money of all railway property in the 
United States, and after the completion of this valuation, to 
ascertain periodically the value of extensions and improvements, 
such valuation to be received as prima facie evidence of the 
actual value of railway property in all proceedings before the 
commission and the courts. Those who passed this amendment 
in the House had no expectation that it could run the gauntlet 
of the Senate conferees. However, it is significant as a first 
attempt to respond to the urgent recommendation of the Inter- 
state Commerce Commission. 

Other proposals which passed one house, but failed in con- 
ference, included the House proposals to extend jurisdiction of 
the commission over water transportation in Hawaii and over 
transportation to Alaska, and to grant to the commission power 
to pass separately on terminal and switching charges that are a 
part of the through rate. From the Senate, there were in- 
structions that the commission should every six months make an 
analysis of classifications and tariffs, showing changes in 
through rates on all staple commodities and report annually to 
Congress; and from the House, that the commission should in- 
vestigate the facts and practices as to discrimination, should 
report concerning investigations heretofore made, and should 
recommend changes in existing law. The failure of these pro- 
visions in conference must have occasioned prayers of thanks- 
giving in the offices of the commission. 

Finally, one or two matters should be mentioned which failed 
of action in either house, but which must sooner or later become 
subjects of serious consideration. It is difficult to understand 
why water carriers are still exempt from control. To be sure, 
they still proffer the old argument that they are a competitive 
industry, which by its very nature is so subject to competition 
that regulation is unnecessary. Divine Providence, they insist, 
may be trusted to care for the interests of shippers by water 
without any aid from the Interstate Commerce Commission. 
But any one who has given the situation a cursory examination 
knows how fallacious these contentions are, to what an extent 
the water lines are controlled by the railways, and how largely 
tates between points ostensibly competing are made by combi- 
uations between the two agencies. More power seems to be 
given the commission over water carriage than ever before by 
its authority to make through routes to which one of the parties 
may be a water line. Yet, in view of the fact that water carriers 
are by Section 1 placed under the jurisdiction of the act only 
when they are used under a “common control, management or 
arrangement for a continuous carriage or shipment,” it is at 
léast doubtful whether the commission can force a water carrier 
against its will to become a party to a through route or a joint 
rate. If a through route is made, and the water line becomes 
voluntarily a party to it and files its joint rates, the water carrier 
is under the jurisdiction of the commission only with respect 
to business carried on these joint rates. One further extension 
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of the jurisdiction of the commission should be made, and water 
carriers should be placed under the act along with other inter- 
state carriers. 

Lack of power on the part of the commission to prescribe 
minimum rates has proved, as was predicted in 1906, to be an 
obstacle to the promotion of exact justice between shipping 
communities and between markets. This power the commission 
should have. 

The commodities clause stands unamended, notwithstanding 
the interpretation of the Supreme Court, which, while nominally 
sustaining its constitutionality, robbed it of ali practical efficacy. 
The court held that the ownership of the stock of a coal com- 
pany by a railway company did not give the latter an interest 
direct or indirect in the coal which was mined, neither was the 
carrier in violation of the clause, if, being the legal owner of 
the coal, it sold it before transportation began. Attempts were 
made, notably that of Senator Bailey, to modify the working so 
that the original intent of the clause might be restored, but 
neither house seemed disposed to make the simple verbal change 
necessary to give the clause the meaning which it was supposed 
to have when adopted four years ago. 





REINFORCEMENT OF THE PECOS RIVER VIADUCT. 





The Pecos river viaduct is on the Sunset Route of the South- 
ern Pacific, where it crosses the Pecos river in Val Verde 
county, Texas. It was originally built and erected by the Phoe- 
nix Bridge Company in 1892. Complete descriptions of this 
hridge were published in the various engineering periodicals at 
that time. 

The structure as originally built was 2,180 ft. long and 321 ft. 
high, with its girders and.truss spans on 10-ft. centers. The 
river itself, a stream about 160 ft. wide, was spanned by two 
cantilevers projecting 52 ft. 6 in. from their supporting towers, 
and carrying an &80-ft. suspended span of the lattice girder type 
between them. The anchor arm was 85 ft. 6 in. long and the 
bents of the supporting towers were on 35-ft. centers. The re- 
mainder of the structure consisted of 35-ft. deck plate girder 
tower spans with 35-ft. and 45-ft. deck plate girders and 65-ft. 
deck lattice girder open spans. All of the deck structure was 
supported on the column caps of the tower bents. 

The heavy engine loading of the present day made it neces- 
sary to strengthen this structure, and plans for its reinforce- 
ment were made in accordance with Harriman Lines bridge 
specifications C.S.1006, having a live loading equivalent to 
Cooper’s E 55. 

For all new material the unit stress formulae in these speci- 
fications were used without change, but for old material the 
numerical coefficients were reduced as follows: 








{ Min. 
Tension, plates and shapes.............. 7,000 + 1 + ——— 
l Tax. J 
Shear, webs: of plate Gitders. <....6.66.60 cc seccsinseccecss «10,000 
J Min. l 
COMMPORION 6 icc 6 -0sviac ccs 7,000, 1+ — 35 
l Max. } r 


The plan finally decided on for this reinforcement was the 
use of a line of new girders and trusses through the longi- 
tudinal center line, making three lines of girders on 5-ft. cen- 
ters. Nineteen spans, or 665 ft., of the west end were removed, 
the track supported on falsework and replaced by fill. A new 
abutment was built of concrete, 55 ft. high and U-shaped in 
plan. The front wall is 20 ft. long and the wing walls 17 ft. 
long on top. The original steel bent supporting the last open 
span was imbedded in the concrete of the front wall of this 
abutment as a reinforcement. 

The line of new center girders are supported on transverse 
girders riveted to the tops of the old columns, and these columns 
were reinforced to carry the additional loading. The new trans- 
verse girders were made with a double web section and straddled 
the old columns, to which hitch angles had been previously 
riveted. The old Z-bar columns were reinforced in some cases 
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with four 34%-in. x 3%-in. angles, field riveted to the back of 
the web of the Z-bar; and in the case of those columns carry- 
ing the reaction of a 65-ft. and 35-ft. span it was found neces- 
sary to add additional plates 6 in. wide, shop riveted to the 
new 3%-in. x 344-in. angles and field riveted to the outstanding 
leg of the Z-bars, as shown in the sketch which forms a detail 
of the accompanying drawing of the structure. At 3-ft. inter- 
vals along the length of the column, six-hole batten plates were 
field riveted to the outstanding legs of the new reinforcing 
angles, making a very rigid column section. 

The new center cantilever truss and its anchor arm are sup- 
ported on new center columns. The columns have a built-up 
channel section similar to that of the old columns. To avoid 
the necessity of cutting any of the bracing of the tower, the 
new center columns were shipped bolted up and were erected 
by straddling all struts and rod intersections, for which reason 
the lacing bars and batten plates were riveted on in the field. 
New concrete piers were built to carry the new columns. The 
main piers are 50 ft. high, 8 ft. square at the top, and about 
16 ft. square at the bottom, and are founded on solid rock. 

The eight new 65-ft. spans have plate webs instead of being 
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column. This stub column formed the cap of the main column 
and contained the pin for the link. When wedged up to its 
proper position, it was drilled and riveted to the new main 
column. 

The erection of all material was handled from the deck of 
the bridge by a derrick car of 10 tons capacity. The new col- 
umn reinforcing metal in 33-ft. lengths was boomed out over 
the side, lowered into place and clamped in position with horse- 
shoe clamps. The transverse girders were dropped over the 
side one section at a time, swung under the old outside girders 
and landed on wedges placed on shelf angles provided for that 
purpose. These wedges allowed accurate vertical adjustment of 
the girder. A diaphragm is field riveted to the center of each 
section of the transverse girders. All of the short girders, 35 ft. 
long, and weighing 71% tons each, were carried out from shore 
on the booms end of the derrick car and dropped into place, 
the deck and old bracing having been previously removed for 
that purpose; the whole operation required a force of eight 
men and a foreman about two hours and a half. The 65-ft. 
girders, weighing 18 tons each, were loaded on two flat cars, 
then hauled out to the site by a locomotive. A gallows bent 
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Plan and Elevation; Pecos River Viaduct. 


of the lattice type like those of the old structure. They are 
made up of 83-in. x x¢-in. web plates, coped to 48 in. at each 
end, with flanges consisting of two angles 8 in. x 6 in. x 4% in. 
and with three 17-in, cover plates 4% in. thick. 

The new cantilevers and anchor arm trusses have the same 
general outline dimensions as the old structure, but are riveted 
trusses instead of pin connected. The lateral bracing in the 
plane of the top and bottom chords is of the usual type, four 
angles laced together. In place of the single 14%-in. rod diag- 
onal cross bracing used between the vertical posts a double 
diagonal cross bracing of rods was used, straddling the new 
post as well as the old. 

This method simplified the erection to a considerable extent, 
as the new rods were inserted before the old ones were taken 
cut, and, as the new post slipped down between the two sets 
of rods, the lateral stiffness of the trusses was provided for at 
all times. But for a short wooden strut at each vertical post 
no temporary bracing was found necessary during the erection 
of these trusses, although regular traffic was maintained with- 
out interruption. The anchorage at the end of the anchor arm 
is a built-up link made in two parts, one on each side of the 
new column and connected to the column and the anchor arm 
by 7-in. pins. The adjustment of this anchorage. was provided 
for by making a stub column telescope into the top of the main 


of 12-in. x 12-in. timber 17 ft. high and 10 ft. wide was set up 
at the west end of the girder; two sets of falls, the leads of 
which were fastened to a 12-in. x 12-in. timber 14 ft. long, 
bolted to the bottom of a car in such manner that the ends 
could be used as attachments, were handled by the locomotive. 
To raise the girder the locomotive with the flat car to which 
the leads were attached moved ahead; to drop the girder, the 
Iccomotive was backed up; to move the girder either way, one 
o1 the other of the leads was slacked off. The opposite end 
of the girder was handled by the derrick car. The method of 
procedure was as follows: The girder was raised off the flat 
cars by the train and derrick car, the two idle cars were then 
shoved through the gallows bent toward the train and out from 
under the suspended girder. The girder was then moved later- 
ally until it was about over one rail and the girder end at the 
derrick car was set on a wooden frame. The derrick car then 
removed the rails, ties and old bracing system, after which 
the girder was centered and lowered into position. The whole 
cperation of removing the deck and bracing system, setting the 
girder and replacing the deck and new bracing system took 14 
men and a foreman four hours and a half. 

The lower chords of the cantilever trusses were placed by 
lowering each member over the side and swinging it between 
the web members of the old trusses to the center. Consider- 
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able care was required, as these chord sections weighed about 
seven tons each and had to be boomed out 10 ft. from the 
center line of track in order to clear the 19-ft. sidewalk ties. 
The upper chord and web members were erected by removing 
the deck and dropping them directly into place. 

In the 1,100 tons of metal erected there were about 80,000 
holes drilled and 135,000 field rivets driven. It required an aver- 
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age of 7 air drills and 5 pneumatic hammers working 9 hours 
a day for 175 days to complete this work. All drilling and 
riveting work on the old columns was done from scaffolds. 
These scaffolds were made of one 4-in. x 6-in. needle beam 
about 44 ft. long, which, with a cross beam at each end, formed 
the supports for two working platforms of 2-in. x 12-in. plank- 
ing, one at each end. Two gangs of men worked on the two 
columns on the same side of each tower at the same time. The 














Method of Placing a 65-Foot Girder. 


scaffold rested against the battered side of the columns. These 
scaffolds made very eificient and stable working platforms. 

The design of this reinforcement was made by J. D. Isaacs, 
consulting engineer of the Harriman Lines. The shop work was 
done by the Phoenix Bridge Company, and the steel was erected 
by W. O. Burkey, superintendent of the Missouri Valley Bridge 
& Iron Company, under the supervision of D. K. Colburn, bridge 
engineer fcr the Galveston, Harrisburg & San Antonio. 
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NEW NATIONALISM AND NEW INDUSTRIALISM. 





B. F. Yoakum, chairman of the board ot the St. Louis & San 
Francisco, made an address on “Farmers’ Day,” October 5, at 
the Oklahoma state fair at Oklahoma City, in which he con- 
tended that Mr. Roosevelt’s new nationalism is not needed to 
deal with the new industrialism of the country. Mr. Yoakum 
said in part: 

But, after all, this thing called interstate commerce and these 
instrumentalities called railways represent the very vitals of 
our national progress, and the very health and wealth of our 
whole people; and the people of the country, instead of being 
aroused by inflammatory appeals to adopt measures to destroy 
them, should be taught by enlightened discussion to find some 
way to promote them and at the same time fairly regulate them. 

The states and the people, under the resistless force of this 
development, uniting the states and the people of the states in 
one bond of mutual interest, have been welded into an industrial 
whole, and a crusade against one class is a crusade against all 
classes. This is the new industrialism, which has been mistaken 
by some as predatory wealth, by others as revolutionary plutoc- 
racy, and by still others as a cause for new nationalism. 

That it must be subject to law and be obedient to government, 
no rational man will dispute; but that it should be made the 
sport of politics, the theme of demagogues or the plaything of 
socialists every good citizen fervently hopes to prevent. If, in 
order to properly regulate the growth of the new industrialism, 
it is necessary for the federal government to have more power 
than was originally granted, let that proposal of new power 
be drawn up and submitted and let the power of government, in 
keeping pace with the commerce of the soil, the merchant and 
the factory, increase in as orderly a manner as the agricultural 
and industrial development. 





HAND SIGNALING AT INTERLOCKING PLANTS. 





An axiom of engineering is that it is just as serious an error 
to use too much material in a structure as it is to use too little, 
and it behooves the signal engineer to look into the innermost 
recesses of his soul and ask himself whether he is not guilty 
of overdoing a good deal of his work. In earlier days when 
men looked practical questions squarely in the face, a great 
many plants were installed with a much simpler signaling ar- 
rangement than is the current practice of to-day. Many such 
plants are still in service and are doing just as good work as 
the much more elaborate signaling which the modern signai 
engineer feels bound to design. 

Among other things which have become almost cardinal prin- 
ciples at interlocking plants is that we must have a fixed signa} 
for each possible route. In other words, there should be no 
necessity whatever for the use of hand signals within the limits 
of an interlocking plant. This sounds well, and on the surface 
appears to have everything for it and nothing against it; but if 
the men who are sweating blood to raise the money for the 
many needed improvements on our railways really realized how 
much they were paying out for signals which may never be used 
during the entire life of an interlocking plant, it is doubtful if 
after mature consideration they would agree with their signal 
engineers as to the necessity for such signals. 

Take for instance the case of an interlocked crossing of two 
double track lines. We have four “back-up” derails and usually 
four dwarf signals each connected to an independent. lever in 
the interlocking machine. All told, the cost of each of these 
dwarf signals will no doubt average $200 to $250, or an addition 
to the cost of the plant of $800 to $1,000. 

Now probably on 90 per cent. of the double-track mileage in 
this country such signals as those described often go fer years 
without ever being cleared for the passage of a train. 

Why, therefore, wouid it not be as well to provide simply, a 
stationary marker for the derails, showing a blue or purple light 
at night, and in one of the rare cases when a train is being 
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run against the current, let the leverman give it a hand signal 
when he is ready for it to proceed? The old fashioned revolving 
pot signal working with the derail movement was iaulty in prin- 
ciple, because it always showed “proceed” when the derail was 
reversed, even though the leverman might not have wished the 
train to proceed at that time. Take again the case of an in- 
dustry track connecting with a main track between facing point 
derail and a crossing. Possibly this is not switched oftener than 
once every week or ten days. Strictly speaking, a train wishing 
to switch it must pull all the way across the crossing and past 
the back-up derail on the other side so as to get the dwarf sig- 
nal. In practice, however, this is rarely done except on roads 
ruled by some martinet who is willing to sacrifice economy of 
time to mere form. And is it necessary for these infrequent 
movements, usually made by a regular crew experienced in 
switching and in the use of hand signals, that it should be? 
Hundreds of thousands of 
movements are made _ every 
day in our yards with economy 
of time and with perfect safety 
which are controlled purely by 
hand signals. 

Of course if the principle 
suggested should be adopted, 
attention would have to be 
given to the use of hand sig- 
nals, and a proper code de- 
cided on; and it would appear 
that the subject is one well 
worth the consideration of the 
Railway Signal Association, 
and possibly the American 
Railway Association. 

\A careful investigation of 
this subject will undoubtedly 
show a way by which the 
railways can save themselves 
thousands of dollars jin the 


construction of their inter- 
locking. Some signal engi- 
neers—not many—feel that 


the more they spend on their 
installations the more impor- 
tant their positions will appear 
to their managements and to 
the outsider; and some deal- 
ers and manufacturers feel 
that it is to their interest to 
encourage railways to spend 
as much money as possible on 
each installation. To such is 
recommended a study of the 
history of the printing press. 
Before its introduction books 
were written by skilled pen- 
men by hand. The process was so slow and so laborious that 
hooks could be sold only at prices beyond the means of any 
but the most wealthy. When the printing press came in books 
were so cheapened that anyone could buy them, and the in- 
creased demand made work for thousands, where before but one 
writer could find employment. The writers at first opposed the 
introduction of printing, even to destroying some of the earlier 
presses, but results soon showed the fallacy of their opposition. 
So it will be with signaling. If signal engineers and signal 
manufacturers will look for ways and means of cheapening its 
cost they will soon find that the railways will demand more of 
it, and wiil in the long run spend more money for that purpose 
than they do at present when every managing officer feels at 
the bottom of his heart that he is paying for a great many things 
not really necessary to safety—J. B. Latimer in The Signal 
Engineer. 


RAILWAY AGE GAZETTE. 





Lucius Tuttle. 


697 


LUCIUS TUTTLE. 





The retirement of President Lucius Tuttle from the headship 
of the Boston & Maine marks something more than what is the 
presumptive close of a railway career. It is also the terminal 
of a railway epoch in New England which opened in a drama 
with not a few elements of comedy. The dramatic event, or 
rather series of events, had just preceded what was named at 
the time “The Partition of Poland,” in a New England sense. 
Briefly stated and with most of its scenic features omitted, ihe 
New York, New Haven & Hartford was engaged in a head-on 
contest with the agile but too radical McLeod, of the Reading 
system, who, in control of the old New York & New England 
line and most of the present Poughkeepsie Bridge group, sought 
alliance with the Boston & Maine and entry into northern New 
England. The New Haven had struck a treaty with the directors 
of the Connecticut River 
Railway, by which the proper- 
ty of the latter was to pass to 
the New Haven under lease, 
and a New Haven invasion of 
upper New England thus se- 
cure its aggressive base line. 
Just then came the sensational 
counterstroke. Boston & Maine 
interests, acting through a 
Boston broker, bought up a 
majority of Connecticut River 
stock at a great price per 
share. The lease was balked 
and the “Partition of Poland” 
follcwed, by which the New 
Haven and its foe agreed to 
ease firing and divide rail- 
way territory in New Eng- 
land, with the Boston & AI- 
bany as the geographical divi- 
sion, 

It was at just that juncture, 
in 1893, that Mr. Tuttle gave 
up the vice-presidency of the 
New Haven, with a seat in 
the directorate, to take, at a 
salary of $25,000, the presi- 
dential management of the 
Boston & Maine. His creden- 
tials for the place were of a 
high order. At the age of 47 
he was in the full vigor of 
life; he had begun as ticket 
agent on the old Hartford, 
Providence & Fishkill—later a 
link of the New York & New 
England line, at $40 a month; he 
had been general ticket agent 
on the same line, next general passenger agent on the Boston & 
Eastern and the Boston & Lowell. He then became passenger 
traffic manager of the Canadian Pacific, followed (1889-90) by a 
trunk line commissionership. Especially efficient had been his 
services for the Boston & Eastern, the stock of which, standing 
at 7 after the Revere disaster with its loss of 29 lives and injury 
of 57 persons, rose to par in the final merger with the Boston & 
Maine. There were flying reports at the time of Mr. Tuttle’s 
acceptance of the Boston & Maine presidency of friction between 
kim and President Clark, of the New Haven—not unlikely, with 
both a president and a vice-president in the directorate—and 
there is recalled the divergence of his views from those of Presi- 
dent Clark as to the merits of the Baker heater in connection 
with the inquiry following the accident in the New York tunnel. 
It at least attested Mr. Tuttle’s independence and moral courage. 

What President Clark was to do in railway consolidation and 
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monopoly in southern New England, President Tuttle went on 
to do north of the “Treaty of Poland” dividing line. Railway 
followed railway in passing to Boston & Maine control. The 
list included within a comparatively few years the Boston & 
Lowell, the Connecticut River, the Boston, Concord & Montreal, 
the Somerset and the Washington County lines, the Fitchburg 
and, during the last year, the Worcester, Nashua & Rochester. 
The 25,160 shares of the Maine Central, secured at par, proved 
a lucrative investment, with its increase of dividends to 8 per 
cent. and a rise cf its stock to 200. Except for Canadian Pacific 
and Grand Trunk tributaries the close of the Tuttle administra- 
tion found the “Partition of Poland” a fact fulfilled, and control 
vested in the Boston & Maine of practically all the New England 
roads north of the Boston & Albany. With the consummation 
of these mergers and controls came also a considerable number 
of improvements of the general system in the way of automatic 
signals, relaying of tracks, elimination of crossings and elevators 
and dock properties at Boston that brought a large proportion 
of the trans-ocean business. For betterments and additions dur- 
ing President Tuttle’s last year there was expended $4,698,499. 

There was, however, a negative side. Except in the consoli- 
dation of iines the Boston & Maine was not progressive, and the 
up-to-date theories of efficiency in plant and service were not 
adopted until President Tuttle’s final twelve months. This is 
probably to be charged in part to his lack of early experience 
as an operating man, and, in part, to the peculiar conditions 
of business on the system that called for heavy service in sum- 
mer, but left much of the equipment idle for the rest of the 
year. Also is to be noted the contracts and coalitions of the 
Boston & Maine in New Hampshire legislation and politics— 
embalmed in the novels of a local fiction writer, and with their 
present-day sequel in an “insurgent” movement in the state 
which is atop in politics and has a distinctly anti-railway cast. 

In his personality President Tuttle united his long railway 
_ experience with attractive social traits. He was kindly, affable, 
approachable, with much of that pleasant off-handedness that 
characterized his colleague of the New Haven road, President 
Clark. Besides their personal traits in common there was also 
a railway analogy between the two. Both found comparatively 
simple groups of roads which they built up into systems. Both 
left to others the higher developments of efficient service on 
those systems. And now, in the progress of railway events, the 
two systems are one. 





TERMINAL CONDITIONS IN CHICAGO. 





Last winter the terminals in Chicago became greatly con- 
gested. In consequence, it was impossible for some time for 
the various railways promptly to deliver and receive cars to and 
from their connections. It has been estimated that the losses 
sustained by the railways between December 1, 1909, and April 
1, 1910, owing to these conditions, amounted to $3,000,000. The 
operating executive of one large line estimated that the losses 
of the Chicago, Milwaukee & St. Paul, the Chicago & North 
Western, and the Chicago, Burlington & Quincy were $500,000 
each. The opinions of railway managers differ about the causes 
of this situation. Some of them say that the physical facilities 
for handling business in the Chicago terminal district would be 
adequate if they were economically and efficiently operated. 
Others say that not only are existing facilities not efficiently 
operated, but they are inadequate. They say that with one or 
two exceptions none of the railways whose lines enter Chicago 
had sufficient terminal yard facilities to take care of their own 
incoming trains and to receive promptly the freight which other 
roads desired to deliver to it, and that the belt railways had 
not sufficient yard facilities for receiving and classifying freight 
tendered by the trunk lines. As a result, the belt railways were 
congested, the terminal yards of the trunk lines were blocked 
and the blockades extended outward along the trunk lines for 
distances of hundreds of miles. 

While differences of opinion exist as to the causes of the 
congestion, that something must be done to relieve it, all agree. 
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That nothing has yet been done on a great enough scale is 
certain. It is highly probable, therefore, that there will be 
another bad congestion this winter if the movement of freight 
is approximately as heavy as it was last winter, and that it 
will be approximately as heavy seems probable. The coal move- 
ment during the spring and summer was unusually light, owing 
to the strike in the coal mines. In consequence, the coal traffic 
now being handled and that will be handled later is and will be 
larger than usual in the fall and winter. 

The necessity for taking measures to keep down the trouble 
as much as possible by improvements in existing methods of 
operation until any radical changes in physical properties and 
in general methods of operation, which may be necessary, can 
be made, caused the Terminal Officials’ Association of Chicago 
to appoint a committee to investigate and consider the situation 
and report their recommendations as to the general betterment 
of yard conditions in Chicago. The committee was composed of 
F. H. Rutherford (Chicago & Eastern Illinois), W. J. O’Brien 
(Chicago Junction), J. W. Callahan (Indiana Harbor Belt), 
D. J. Griffin (Chicago & North Western), C. E. Taylor (Atchi- 
son, Topeka & Santa Fe), J. Kirk (Elgin, Joliet & Eastern), 
and H. White (Pennsylvania Lines). This committee has made 
a report which has been adopted by the Terminal Officials’ 
Association and referred to the General Superintendents’ Asso- 
ciation of Chicago with the recommendation that its suggestions 
be carried out. 

The report of the committee throws light on the existing con- 
ditions. It found that few reciprocal interchange arrangements 
are in effect in Chicago. Instead of the engine of one road 
which has cars for another road taking them to the yards of 
that road, the usual practice is for the receiving line to desig- 
nate where it will receive the cars. The engine of the deliver- 
ing line leaves them there and they are taken from there to the 
yards of the receiving line. The consequence is that in many 
cases the engine of the delivering line returns light and the 
engine of the receiving line comes up for the cars light, the 
result being a great deal of waste, due to excessive and unneces- 
sary light engine mileage. The committee says that reciprocal 
interchange arrangements have largely been abolished because 
they were unequal and also because the different lines felt that 
their engines did not receive fair treatment on foreign rails. 
Yardmasters did not give them the same supervision and con- 
sideration as they gave to the engines of their own lines. The 
consequence was that foreign engines were needlessly and un- 
fairly delayed in order to give the right-of-way over them to 
engines belonging to the home line. The committee said on 
this question: 

“The committee recommends that yardmasters be enjoined to 
give the same supervision and consideration to foreign engines 
upon their tracks that they give to their own engines, and that 
reciprocal interchange arrangements be worked out between the 
local officials of these lines interested. The committee feels that 
the advantages which may be gained by reciprocal interchange 
are more than enough to warrant the effort required in this 
direction and that material economy could be effected in this 
way. The committee also feels in making these arrangements 
that the practice of making a charge for the time of engines 
at a rate per hour to be determined by the interested lines, 
covering all time that a foreign engine is held on the receiving 
line’s tracks, or at the junction point, will work out fairly to all 
concerned, and should be used whenever possible.” 

It looks as if very substantial economies could be effected 
by the various roads putting into a pool enough engines to handle 
all the business, and having them operated by some central 
authority, with a view to having the light engine mileage kept 
down to the reasonable minimum. Some engine pools on a 
small scale have been formed by roads using the same yards. 
For instance, the Baltimore & Ohio, Pere Marquette, Chicago 
Great Western, and Baltimore & Ohio Chicago Terminal began 
on May 1 to handle business with pooled engines in the Empire 
Slip yard, and the same plan has been tried satisfactorily in 
some other joint yards. 
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The need for a more economical use of power in the Chicago 
district is recognized by everyone. That the measures necessary 
to secure it are not adopted is due mainly to the competitive 
jealousies and rivalries between the roads, which are the main 
obstacle in the way of many needed economies in Chicago term1- 
nal operation. Regarding the causes of the congestion last 
winter, the committee says: 

“Your committee’s investigation as to the cause of the general 
congestion which existed around Chicago last winter developed 
that it was primarily due to shortage of power on western lines, 
arising from the severe weather conditions, and which resulted 
in their wards becoming filled up with out-bound cars, making 
it impossible for them to accept deliveries freely from connect- 
ing lines. This congestion reacted in that it caused such severe 
delays to power that it resulted in business being delayed which 
was destined to lines that were open. We found a large amount 
oi additional power is being provided by most of the western 
lines. We found that a number of lines are providing additions 
to their yards, which should materially help the situation. The 
belt lines are providing new engines and additional yard facili- 
ties which will improve the situation so far as those lines are 
concerned.” 

Continuing, the committee said that “every effort should be 
made by all lines to provide power enough to keep their Chicago 
terminals open for the receipt and movement of business.” This 
remark recalls the story of the young preacher who, at a revival 
meeting, prayed loudly, “O Lord, give us power! O Lord, give 
us power!” Whereupon an old deacon spoke up and said, 
“Young man, ’tain’t power you need; it’s ‘idees.’” The failure 
of the railways to make the best practicable use of their power 
indicates that if they need more of it they need still worse to 
employ better “idees” in the use of it. 

The committee added: 


“Thé congestion last winter, undoubtedly, caused a good deal 
of freight to be moved via other than the Chicago gateway, and 
this is a condition which should not be, on account of the loss 
in revenue and the fact that all Chicago lines have spent a 
great deal of money on their main lines leading to and from 
Chicago to enable a large traffic to be handled. It is exceed- 
ingly regrettable that any of the benefit of this expenditure 
should be lost by reason of shortage of power to handle the 
business in and out of Chicago. 

“Belt lines should, at all times, keep their lines open for 
the free movement of business which can be accepted by trunk 
lines. When they are not able to make all deliveries promptly 
to any line they should notify that line and all other lines, 
advising how many cars they will receive from each trunk line for 
the congested line each twenty-four hours, and delivering lines 
should arrange their deliveries accordingly. 


“In the event of lines becoming congested which have large 
local industry business in Chicago, they should advise all lines 
whether they are in position to receive local business freely, and, 
if so, it should be switched out and delivered in preference. 

“Much can be done in the way of relieving congestion if de- 
livering lines will acquaint themselves with the conditions on 
congested lines, and do all in their power to help out the 
situation by making direct deliveries or using alternate belt 
lines. The loss of traffic caused by congestion reacts as strongly 
upon delivering lines as it does upon receiving lines, and it is 
to their interests to do whatever is necessary to move their 
traffic. At interchange points, lines which are open should not 
compel congested lines to resort to the practice of trading 
trains, and every line which is open should keep its receiving 
tracks clear at all times. A greater spirit of harmony should 
prevail in such matters. 


“It is our opinion that the suggestions made above, if put 
into effect, would materially improve interchange conditions as 
they exist with the present facilities.” 


Another recommendation made is that through business be 
separated from local business. 
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“The enormous increase in traffic has overtaxed the facilities. 
While the railways have added to their facilities, these im- 
provements have not equaled the development of the traffic. In 
fact, the rapid building up of the city has made it impracticable 
in many instances for railways to extend their present terminals. 
Facilities in the elevated sections of Chicago, which were for- 
merly available for freight traffic, are now needed urgently to 
take care of the immensely increased passenger and local freight 
business. 

“The necessity for relieving the downtown facilities of freight 
traffic is beyond dispute. Certain of the traffic, such as freight- 
house business and carload business for patrons located in the 
downtown district, must necessarily use these overtaxed termi- 
nals and no relief can be looked for from this direction. Relief, 
therefore, must come from the shifting of the interchange traffic. 

“Statistics show that there are now being received in Chicago. 
approximately 4,000,000 loaded cars a year, of which about 
775,000 loads is business to points beyond Chicago. About an 
equal amount is interchange business destined to points within. 
Chicago. It is apparent that relief from the crowded conditions. 
in Chicago, not only now, but in the future, must be obtained 
by separating the interchange business moving through Chicago: 
from the interchange business destined to local points within 
the city. 

“It is our judgment that the inside yards of the city can 
now take care properly of not more than the interchange busi- 
ness destined to Chicago proper, and that such yards should not 
be burdened with the business moving to points beyond Chicago. 
We recommend that all lines having interchange freight to de- 
liver make a separation of through and local business and that 
they make their deliveries to connecting lines through channels. 
that will keep these two classes of business separate. 

“We feel that the interchange facilities around Chicago are 
sufficient, if supplemented by proper outside terminal yards, to 
handle the business for years to come, but that it will be neces- 
sary to use all of the facilities that now exist in order to prevent 
congestions and delays to freight with their attendant prejudice 
against the Chicago gateway.” 

The greater part of the transfer of freight cars at Chicago 
between railways which do not connect directly with each other 
is performed by the Belt Railway, whose line extends from 
Cragin to South Chicago; the Indiana Harbor Belt, whose prin- 
cipal line extends from Franklin Park to the shore of Lake 
Michigan, near Clark Junction; and the Baltimore & Ohio Chi- 
cago Terminal (formerly the Chicago Terminal Transfer), 
which extends from Mayfair to Clark Junction. Each of these 
belt railways connects with all the trunk lines entering Chicago, 
and the belt lines themselves are connected with each other by 
the transfer and clearing yard of the Chicago Union Transfer. 
There is no doubt that a better distribution of interchange 
traffic between these belt lines would relieve the situation very 
materially. The Belt Railway has in the past handled a very 
much larger business in proportion to its mileage than the other 
two lines. It operates but 26 miles, while the Indiana Harbor 
Belt has 103 miles and the Baltimore & Ohio Chicago Terminal 
has 101 miles. Yet the number of cars handled by the Belt 
Railway has exceeded a million a year, while the number 
handled by the Indiana Harbor Belt has been only about 260,000, 
and the number handled by the Baltimore & Ohio Chicago Ter- 
minal only about 175,000. The Indiana Harbor Belt and the 
Baltimore & Ohio Chicago Terminal, which are outside belt 
lines, have had so little business in proportion to their mileage 
that they have not been able to earn their operating expenses 
and fixed charges. The same thing, as a matter of fact, has 
been true of the Belt Railway, but that has been due, not to lack 
of business, for it has handled a heavy business, but to the fact 
that its rates have been too low. The Belt Railway recently 
substantially increased its rates for handling both empty and 
loaded cars, but probably on the higher basis of rates it will 
not be able to earn as much as it should. The revenue the belt 
lines get for switching cars is derived, of course, from the 














700 


trunk lines for which they render the service, and, therefore, 
does not directly affect the public, but it does increase the 
expenses the railways have to pay for the services. There is 
no doubt that if all of the interchange traffic were routed ac- 
cording to the lines of least resistance the situation would be 
much improved. The main obstacle in the way of getting this 
done is that each of the belt lines is owned by certain railways 
and that these railways prefer to give their business to the belt 
lines in which they are interested. It is largely owing to this 
fact that the folly continues of sending through the congested 
business district of Chicago cars which could be more economi- 
cally transferred via the outer belt lines which are not con- 
gested, but whose facilities for handling business greatly exceed 
the amount that they have to handle. 

As an ideal solution of the Chicago terminal problem, W. H. 
Lyford, general counsel of the Chicago & Eastern Illinois, some 
time ago laid before the executive officers of many of the Chi- 
cago lines a plan for the consolidation of the Chicago belt 
railways, including the Belt Railway, the Indiana Harbor Belt, 
the Baltimore & Ohio Chicago Terminal and the Chicago 
Union Transfer Railway. If these four properties were con- 
solidated they would constitute a four-track railway from a 
point on the shore of Lake Michigan near Clarke Junction, west 
to Blue Island; a double-track railway from Blue Island to 
Franklin Park, and a single-track railway thence to Mayfair; 
a double-track railway from South Chicago to Cragin; a double- 
track railway from Blue Island to the Union Stock Yards and 
Sixteenth street; a double-track line from Chappel to the Union 
Stock Yards; and the clearing yard of the Chicago Union Trans- 
fer Railway, consisting of a tract of land more than three miles 
long and a half mile wide, containing 95 miles of tracks, with 
sufficient room for the addition of 300 miles of additional tracks. 

Mr. Lyford suggested that there should be formed an owning 
and operating company, using one of the existing belt com- 
panies for that purpose, or that a new company should be 
organized under the general railway law of Illinois, the stock 
of which should be owned in equal amounts by 25 or more 
roads entering Chicago. It was estimated that the amount of 
stock to be subscribed for by each should be $100,000. The 
board of directors would consist of one nominee of each of the 
stockholding companies. The method proposed for acquiring 
the property was to ascertain the present value of all the 
properties with reference to the cost of reproducing them in 
their present condition and with due consideration to their 
earning capacity. From the valuation thus obtained would be 
deducted the present mortgage debts, subject to which the prop- 
erty would be acquired, and the amount produced by capitalizing 
the rentals, if any, which the company must assume. The re- 
mainder, which would represent the equity of the present stock- 
holders, should be paid to them in the bonds of the new com- 
pany. He suggested the following operating agreement: 

That each of the roads in the company should have the right 
for 100 years to use jointly with the new company, and with the 
other roads, the entire property of the new company, such joint 
use to include the movement of trains and cars by the locomo- 
tives and crews of the various roads, but not to include the right 
to do switching on the common property. 

That the new belt company agree to furnish engines and 
crews for the handling of all freight transfers between the 
trunk lines, and to and from industries on the lines of the belt 
company, except such transfers as the trunk lines might severally 
desire to handle with their own engines and crews. 

That the property of the new company be divided into such 
sections as would make possible the equitable distribution to 
each section of the expenses of maintenance, operation, repairs, 
renewals, depreciation, interest, taxes and management expenses. 

That the trunk lines agree to pay monthly their several pro- 
portions of the working expenses, these to be determined by the 
ratio which the number of cars moved by or for each party 
should bear to the total number of cars moved over the several 
sections into which the property was divided. 
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That the belt company should establish regular tariffs for the 
transfer of loaded and empty cars between railways, and to and 
from industries located on its lines, the tariff rates for move- 
ments between railways to be identical, and the rates for all 
transfers between any railway and any industry reached by the 
belt lines to be the same, so that all railways would have access 
to each industry at the same rate; such tariff rates to be 
adjusted from time to time and to be sufficient to cover all 
the working expenses of the belt railway, the reasonable cost 
of service rendered by the trunk lines’ engine and train service, 
and reasonable dividends on its stock. 

That all intermediate switching between industries be done 
by the belt railway at uniform tariff rates. 


That there be established at least two general interchange 
yards, one at Clearing and another at or near Hammond, each 
of these yards to constitute a separate section of the common 
property, and the working expenses thereof to be divided be- 
tween the belt line and the proprietary trunk lines severally in 
the proportion of the number of cars moved by their respective 
engines into and out of such central yard; all switching in each 
yard to be done by the belt line, and the cost thereof to be 
included in the working expenses of the yard. 

During the past three years the number of industries on each 
of the belt lines has largely increased, but the exact number now 
located on them is not known. An investigation made for 1907 
furnished the following approximate results: 








No.of Traffic carloads 

industries. Inbound.Outbound. 
ee ee ent 88 201,147 180,863 
Chicago Terminal Transfer... 183 128,159 100,938 
Indiana Harbor Belt ...... 91 108,639 117,989 
PAE ECS Sioa wee nee =m 362 437,945 399,790 
Grand total of loaded cars in and out.............6. 837,735 


The acquisition of the Chicago Terminal Transfer by the 
Baltimore & Ohio has perhaps put an additional obstacle in the 
way of the carrying out of such a plan as this, and with the 
competitive interests of so many trunk lines to deal with such a 
plan would be hard enough to carry out under the most favor- 
able conditions. It is generally recognized, however, that the 
consolidation of the various important switching terminal facili- 
ties at St. Louis in the Terminal Railroad Association of St. 
Louis has rendered it practicable to handle terminal business 
there with an efficiency and economy that perhaps have not been 
attained elsewhere. That the Terminal Association of St. Louis 
has practically acquired all of the terminal facilities there has 
laid it open to attack by politicians and newspapers as a 
monopoly, and has made it impossible in recent years for it to 
get ordinances from the municipal assembly to enable it ade- 
quately to enlarge its facilities. It is argued that a corporation 
holding all the belt lines in Chicago would be practically immune 
from attacks of that sort, because the various belt lines and the 
Chicago Union Transfer now have practically all the land and 
franchises that the new company would need for many years 
to come. 


While the project of a single terminal company appeals to 
some Chicago railway executives, others think that instead of 
all interchange business being handled by one company it should 
be divided up among a larger number, so that three or four 
western lines would interchange with three or four eastern 
lines. One prominent operating executive estimated to the 
Railway Age Gazette that the existing belt facilities are only 
about one-third of what is needed. He said there ought to be 
built a belt line entirely outside the city limits with six or 
eight tracks, and that it should be used entirely for the switchng 
of line cars, that is, cars moving through the Chicago terminal 
district. 


The solution of the terminal problem at Chicago is receiving 
serious consideration from all operating executives, and the fact 
is daily becoming more clearly recognized that the main pre- 
requisite to a satisfactory solution of it is better co-operation 
between the numerous interested railways. 
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General News Section. 


The Postmaster-General has ordered a reduction in the com- 
pensation allowed Land Grant railways from $17.10 for each 
ton carried in excess of 24 tons to $15.39, 


The Grand Trunk Railway of Canada has introduced tele- 
phones for train despatching between North Parkdale junction, 
Ontario, and Burlington junction, 145 miles, and also on another 
line in that region, 165 miles long. 
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Forest fires which developed about October 7 wiped out sev- 
eral towns on the Canadian Northern near Rainy River, Ont. 
The greatest loss was in Minnesota east of Rainy River. At last 
reports the fires were stiil burning in a region about 85 miles 
long and 35 miles wide. Estimates as to the loss of life run 
from 75 to 400 people. The railway seems to have been kept 
open. 


The Grand Trunk Pacific announces that passenger trains 
will not be run over the section built by the government (and 
to be leased by the G. T. P.) between Winnipeg and Superior 
Junction until next summer. The roadbed is said to be not of 
the same high quality as that on the portion of the transcon- 
tinental line built by the company. On October 6 no freight 
trains had been put on this section despite the many announce- 
ments made by the government. 


Employees of the Northern Railway of France struck early 
in the morning on October 11. The strike seems to have been 
general and to have resulted in a tie-up of the .system. The 
government had made preparations to preserve order and troops 
were held in readiness to guard the tracks, if necessary. The 
chief demand of the men, which was refused, was that the 
minimum daily wage be $1. Employees of the Paris, Lyons & 
Mediterranean have declared themselves ready to strike also, and 
it is possible that it will spread to the state railways. 


Carlisle Military Academy at Arlington, Texas, has opened 
a Department of Railroading and Commerce, for the purpose 
of teaching young men how to do freight office work and then 
later to train them as accountants for the general office of a 
railway. The instructor in this department is James H. Alder- 
man, formerly assistant general freight and passenger agent of 
the Mineral Wells Railway; and it is under the supervision of 
H. G. Askew, who is statistician of prominent Texas railways 
at Austin and also secretary of the Association of Texas Rail- 
way Accounting Officers., 


Wm. J. Cunningham, statistician of the Boston & Albany, has 
been appointed assistant professor of transportation, Harvard 
University, and will hereafter devote his time to the railway 
work of Harvard’s graduate school of business administration. 
The appointment is in line with the policy of the school, now 
entering upon its third year, to appoint to its staff men who 
have practical as well as theoretical knowledge of the subjects 
covered by their courses. Mr. Cunningham was born at St. 
John, N. B., April 29, 1875, and he has had 18 years raiiway 
experience. In August, 1892, he was appointed a ticket clerk 
and stenographer on the Canadian Pacific. In 1896 he entered 
the operating department of the Boston & Albany and the New 
York, New Haven & Hartford, and was employed in various 
capacities until August, 1901, when he became statistical clerk 
to the general superintendent of the Delaware, Lackawanna & 
Western. In November, 1907, he was appointed statistician, 
Boston & Albany, on the staff of the assistant general manager. 


Several general officers of the Santa Fe, with office at Topeka, 
Kan., started on October 10 on a very interesting itinérary 
through that state. The party included J. R. Koontz, general 
freight agent; E. L. Copeland, secretary and treasurer; J. D. 
M. Hamilton, claims attorney; H. A. Tice, superintendent West- 
ern division; John Purcell, superintendent Topeka shops, and 
'. F. Jarrell, publicity agent; and the purpose of the trip is to 
enable the officers of the road to get better acquainted with the 
people and the people to get better acquainted with them and 
‘O give them an opportunity to discuss various questions of 
mutual interest. Mr, Koontz, speaking of the trip, said: “Many 
“uestions about rates, service, physical valuation and capitaliza- 
tion have been brought to the attention of the public, and unin- 
tentionally and sometimes unknowingly these railway subjects 


have been handled in a manner calculated to prejudice the 
public against the railways. It is believed that by getting closer 
together a better understanding can be reached. The railways 
need, in addition to traffic, the good will of the people. This 
can be brought about if we can meet face to face those whom 
we serve and talk our side and hear from our patrons their 
side.” 


The Pennsylvania Railroad Telegraph School at Bedford, Pa., 
reports that up to September first of this year it had had 243 
pupils, of which number 151 were graduated and are now em- 
ployed as telegraphers. The students are taught practical sta- 
tion work. There is in the school an automatic sending ma- 
chine, with a transmitter that can be set at any speed. The 
school has a library and a miniature railway with a manual 
block signal system. The students are taught all the duties of 
station agents, and as telephones are now used in train despatch- 
ing on the Pennsylvania a course in despatching by telephone 
has been introduced. A pamphlet has just been issued giving 
a brief description of the work done at the school, and in it the 
company states that all graduates are given positions on the 
Pennsylvania, with the assurance that if they are faith- 
ful they will have steady employment. The tuition is $2 a 
month and board can be had at from $3.50 to $4 a week. Any 
young man between 17 and 25 years of age is eligible, if he has 
good eye-sight, good hearing, good health and a fair knowl- 
edge of English, mathematics and geography. The school is in 
session the year round and the hours are 8:30 a.m. to 4 p.m. 
and 7 to 8 p.m. 





Damages Awarded to Government for Destruction of 


Young Forest Growth. 


In an action for fire trespass on the Black Hills National 
Forest brought by the United States against the Missouri River 
& Northwestern, the jury has awarded damages to the govern- 
ment not only for the loss of merchantable timber, but also for 
the destruction of unmerchantable young growth. So far as is 
known, this is the first time that any court has recognized what 
foresters call the “expectation value” of young growth as fur- 
nishing a basis for the award of damages. The difficulty in 
the way of such an award in the past has been that there was no 
way to prove to the satisfaction of the courts the money value of 
the loss suffered. The award in the South Dakota case followed 
the presentation of evidence as to the cost of work in reforest- 
ing which the government is actually doing in the Black Hills. 
The amount claimed for the young growth burned was $12 an 
acre, and the claim under this item was allowed in full by the 
jury. The total amount of damages claimed was $3,729, of 
which $2,634 was for merchantable timber destroyed or injured 
by the fire. 





Single-Phase Traction in France. 


The electrification of steam railways is being pursued with 
activity in France. One of the latest electrifications is that which 
the Midi Railway of France will make in connection with the 
Montrejeau-Pau portion of the Toulouse-Bayonne line. The 
portion to be electrified is about 70 miles long. The country 
is very hilly, making a number of steep grades. This is the 
largest scale upon which electrification has been attempted in 
France, and the results will be watched throughout Europe with 
no little interest. Later the work is to be extended to the entire 
Toulouse-Bayonne line, a distance of 200 miles. 

The Midi Railway Company has ordered from the French 
Westinghouse Company, Havre, the equipments for 30 double- 
truck electric motor coaches for the passenger service and one 
electric locomotive for the freight service of this line. The 
locomotive and motor car equipments will be built at the Havre 
Works of the French Westinghouse Company, while the mechan- 
ical part of the locomotive will be built by the Italian West- 
inghouse Works. The design and construction is based on the 
results obtained in connection with the very successful elec- 
trification, by the Italian Westinghouse Company, of the Giovi 
tunnel section of the Italian State Railways, on the dense traffic 
line between Genoa and Milan. 
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The motor coaches have a seating capacity for about 50 pas- 
sengers, and will be equipped with four 125-h.p. Westinghouse 
singlephase motors, 1638 cycles, 285 volts, and with Westing- 
house multiple control. These motor coaches will haul trains 
weighing 100 metric tons—including the motor itseli—at a speed 
of 45 miles per.hour on level track. The weight of a motor 
coach in running.order will be about 56 metric tons. 

The Midi locomotive will be provided with five axles, three 
of which will be driven by the motors through jack shafts and 
connecting rods.,, It will be equipped with two 600-h.p. single- 
phase motors, will weigh 80 metric tons and haul trains weigh- 
ing 400 metric tons, inclusive of the locomotive. With a haul- 
age load of 280 metric tons, the speed will be 25 miles per 
hour, and with 100 metric tons about 38 miles per hour. 

The current will be supplied to the motors by a 12,000-volt 
overhead catenary line. The pantagraph type of trolley wil] be 
used. 





Automobiles at Crossings. 


In a case involving a fatal accident to an automobile at a 
grade crossing the United States Circuit Court of Appeals (New 
York Central'v. Maidment) has held that the rule requiring 
persons to stop, to look .and listen before crossing the tracks 
is more imperative in the case of automobiles than horse-drawn 
vehicles. Collisions of trains with automobiles involve greater 
peril to the general public. Moreover, the automobilist can run 
his machine close to the track and there stop to look in each 
direction for trains; while if the driver of horses does that 
he risks the danger of accident from frightened horses. 

In another case it is held that a person riding in an auto- 
mobile by invitation and occupying a front seat, who, without 
protest, permits the driver to go upon the crossing without the 
prescribed care, “is also chargeable with contributory negligence 
and cannot recover.” But a woman riding on the back seat, 
with two persons in front of her, was held not to be charge- 
able with negligence. * * *—Pittsburgh Dispatch. 





Illinois Central Car Repair Fraud Case. 


E. N. Harding, an expert accountant, in testifying in the IlIli- 
nois Central car repair fraud case at Chicago, estimated that 
the road had been defrauded out of almost $2,000,000 in con- 
‘nection with the repair of its cars. He showed that 18,016 
bad order cars had been repaired by the various companies 
which are charged with having defrauded the Illinois Central, 
and estimated that the excess charges per car averaged about 
$100, except in the case of those repaired by the Ostermann 
Manufacturing Company, where the excess charges averaged 
$129 a car. The testimony developed that in some cases the 
Ostermann Manufacturing Company had actually charged the 
Illinois Central for putting pine roofs on coal cars. G. W. 
Oakes, a car inspector for the Illinois Central, testified that 
on one occasion when he had been checking over the car repair 
bills from the Ostermann company he protested against cer- 
tain overcharges and took the matter up with Joseph E. Buker. 
The result was that he was told that no change in the charges 
would be made. 


The Northwestern’s New Method of Fighting Forest Fires. 


Every fall there are numerous destructive fires in the forests 
of the Northwest. The indications are that these fires will be 
of unusual number and destructiveness this year, because it was 
so dry in the months of June, July and August. For the bettet 
protection of its own property, as well as that of persons living 
adjacent to its lines, the Chicago & North Western has adopted 
on its Ashland division the use of a rather novel emergency fire 
fighting equipment, which has been described by the state fire 
inspector of Wisconsin as “A most interesting development in 
railway fire protection and one to be most highly recommended.” 

The equipment consists of three tank cars and a steam pump, 
with an ample supply of 2%-in. fire hose. The tank cars have 
a capacity of 24,000 gal. They are connected by 3-in. hose and 
stand ready filled to be hurried to any point on the division. An 
engine stands in the roundhouse fired up and ready to couple 
on to the equipment, and besides furnishing motive power for 
pulling the tank cars it supplies steam to operate the pump. A 
suction hose forms part of the equipment, so that water may be 
taken from any river, pond or tank. 
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The apparatus was tested recently for the Wisconsin state fire 
department, and the test is reported by the state fire inspector 
as being very successful. At 85 lbs. water pressure, an effective 
fire stream was thrown 100 ft. with such force as to require the 
best efforts of two men to control the nozzle. 





Good Roads. 


Wagon road transportation is now the least economically 
efficient form of transportation that we have. Figures compiled 
by the Office of Public Roads show that the cost of carrying 
one ton one mile on the country roads of the United States, 
good and bad, averages from 19 cents to 27 cents, while for the 
bad roads alone the average is probably something over 30 cents 
per ton per mile. * * * * * How it affects the marketing 
of specific crops may be illustrated by stating some figures com- 
piled by the Office of Public Roads based on the crop year 1905 
and 1906. These figures show that the average length of haul 
of the wheat crop of that year over the wagon roads was 9.4 
miles, and that the average cost per ton per mile was 19 cents. 
The average length of haul of the corn crop of that year was 
7.4 miles, and the average cost per ton per mile was 19 cents. 
The average length of haul of the cotton crop of that year was 
11.8 miles and the average cost per ton per mile was 27 cents. 
It is estimated that the average cost per ton per mile of hauling 
each of these three crops to a market town or shipping station 
over good hard roads would have been 10 cents, and that good 
roads would have meant a saving of $10,256,058 in the cost of 
marketing the wheat crop of that year; $12,709,278 in the cost 
of marketing the corn crop of that year, and $5,076,183 in the 
cost of marketing the cotton crop of that year—W. W. Finley. 





IHinois Roads and the University of Illinois. 


Dr. W. F. M. Goss, dean of the engineering department of the 
University of Illinois, was the guest of honor at a luncheon 
given by F. A. Delano, president of the Wabash, at the Union 
League Club in Chicago on October 7. Mr. Delano invited 
cficers of all the other Illinois lines to attend the luncheon, its 
object being to discuss what measures should be adopted to make 
the railway courses at the University of Illinois more practical 
and beneficial both to the roads and the university. Among 
those who attended were H. U. Mudge, president Rock Island 
Lines; W. A. Gardner, vice-president Chicago & North Western; 
Fairfax Harrison, president Monon; W. L. Park, vice-president 
Illinois Central; S. M. Felton, president Chicago Great Western; 
E. D. Sewall, assistant to the president, St. Paul; F. E. Ward, 
general manager Burlington; W. J. Jackson, vice-president and 
general manager Chicago & Eastern Illinois; C. E. Schaff, vice- 
president New York Central Lines; A. F. Banks, president Chi- 
cayo, Lake Shore & Eastern, and Professors Schmidt and Ab- 
bott, of Dr. Goss’s department. The result of the meeting was 
that Mr. Park tendered a special train for the purpose of taking 
officers of the Illinois lines to Urbana, where they will have a 
chance to investigate at first hand the kind of work that the 
University is doing. The train will leave Chicago on Wednes- 
day, November 9, at 8:30 a. m., and each of the Illinois lines 
will be asked to send three or four of its officers. The end 
sought has been well stated to be the better co-ordination of the 
work at the University with the needs of the railways. 





The North & South Railroad. 


Messrs. Boog-Scoit and W. H. Stephens, of Coleman, were at 
Albany, Tex., yesterday to meet Capt. Steber, chief engineer 
of North & South Railroad. Messrs. Boog-Scott and Stephens 
are at the head of this enterprise and have made a trip over the 
line from Coleman to Albany, as surveyed. They found every- 
thing most encouraging and one of the best routes in the state. 
traversing an undeveloped country, which only needs a railway 
to place it in farms. The engineers are now at Fort Griffin, 16 
miles north of Albany, and are going up the Clear Fork to 
the mouth of Tecumseh creek, where there is a fine outlet across 
the Clear fork of the Brazos river. They expect to reach 
Throckmorton in a few days and from there they go to Sey- 
miour, 

The foregoing is from the Dallas News. Car accountants, 
A. R. A. committees and others who operate the hypothetical 
“North & South R. R.” should take notice. If they continue to 
make unauthorized use of that name they may have Colonel 
Boog-Scott after them. 
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OcroBeErR 14, 1910. 


MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake Association.—F. M. Nellis, 58 State St., Boston, Mass. 
AMERICAN ASSOCIATION OF DEMURRAGE OFFICERS.—A. homason, Scran- 
ton, Pa.; next meeting June 22, 1911; Niagara Falls, N. Y. 
AMERICAN ASSCCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—C. M. 
Burt, Boston, Mass.; next meeting, St. Paul, Minn. 
AMERICAN Ass’n oF Locat Freicut AGENTS’ Ass’N.—G. W. Dennison, Penn. 
Co., Toledo, Ohio. 
AMERICAN Ass’n OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, Carew 
Idg., Cincinnati, Ohio. 
American Raitway AssociaTion.—W. F. Allen, 24 Park Place, New York; 
semi-annual, Nov. 16; St. Louis. Mo. 
American Rattway Bripce AND Buitpine Assocration.—C. A. Lichty, C. & 
N. W., Chicago; Oct. 18-20; Denver, Colo. 
AMERICAN Raitway ENGINEERING AND Mant. oF Way Ass’n.—E. H. Fritch, 
Monadnock Bldg., Chicago; March 21-23, 1911; Chicago. 
American Raitway InpustriaL AssociaTion.—G. L. Stewart, St. L. S. W. 
Ry., St. Louis, Mo.; — 6, 1911; Detroit, Mich. 
AMERICAN Rartway Master MeEcuanics’ AssociaTion.—J. W. Taylor, Old 
Colony Building, Chicago. 
Am. Rattway Toot ForeMen’s Ass’n.—O. T. Harroun, Bloomington, IIl. 
Am. Soc. ror Testinc Matertats.—Prof. E. Marburg, Univ. of Penn., Phila. 
Am. Soc. or Civir Enes.—C. W. Hunt, 220 W. 57th St, N. Y.; Ist and 
3d Wed., except July and Aug.; annual, Jan. 18-19, New York. 
Am. Society or ENGINEERING ContrRactTors.—D. J. Haner, 13 Park Row, 
New York. 
AmerRIcAN Society oF MECHANICAL EncINEERS.—Calvin W. Rice, 29 W. 
29th St., New York; annual, Dec. 6-9; New York. 
AMERICAN STREET AND INTERURBAN RaiLway Ass’n.—H. C. Donecker, 29 
W. 89th St., New York; Oct. 10-14; Atlantic City. 
AssociaTION oF Am. Ry. Accountinc Orricers.—C. G. Phillips, 143 Dear- 
born St., Chicago; April 26, 1911; New Orleans, La. 
AssOcIATION OF RAtLway Craim AGents.—J. R. McSherry, C. & E. I., Chi- 
cago; May, 1911; Montreal, Can. 
ASSOCIATION. OF Rartway EtecrricaL Encineers.—G. B. Colegrove, 
I. C. R.R., Chicago, 
AssociaTION OF Rattway TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 185 
Adams St., Chicago; June 19, 1911; Boston. 
Ass. oF Trans. AND Car Acc. Orricers.—G. P. Conard, 24 Park Place, N. 
Y.; Dec. 18-14, Chicago; June 20-21, 1911, Cape May City, N. J. 
CanaDIAN RartLway Ctius.—James Powell, Grand Trunk Ry., Montreal. 
Que.; 1st Tues. in month, except June, July and Aug.; Montreal. 
CanapiaAn Society or Civit Encs.—Clement H. McLeod, 413 Dorchester St., 
ontreal, Que.; Thursdays; Montreal; annual, last week January. 
Car Foreman’s AssociaTIOn OF CuiIcaco.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month; Chicago. 
Centrat Raitway Cius.—H. D. Vought, 95 Liberty St., New York; 2d Fri- 
day in January, March, May, Sept. and Nov.; Buffalo. 
ENGINEERS’ Society OF Penn.—E. R. Dasher, Box 704, Harrisburg, Pa. 
ENGINEERS’ Society oF WESTERN PENNSYLVANIA.—E, K. Hiles, 808 Fulton 
Bldg., Pittsburgh; 1st and 8d Tues.; annual, Jan. 17, 1911, Pittsburgh. 
Freicut Crarm Association.—Warren P. Taylor, Rich., Fred. & Pot. R.R,, 
Richmond, Va.; 20th annual, June 21, 1911: St. Paul, Minn. 
GENERAL SUPERINTENDENTS’ Ass’N oF CHicaco.—H. D. Judson, 209 Adams 
St., Chicago; Wednesday preceding 8d Thursday; Chicago. 
omen 7 AND MEcH’L CLus.—B. S. Downey, C., H. & D., Indian- 
apolis, Ind. 
INTERNATIONAL MasTER Borter Makers’ AssocraTion.—Harry D. Vought, 96 
Liberty St., New York; next convention, Omaha, Neb. 
InterNAT’L Ry, Fuet Ass’n.—D. B. Sebastian, La Salle St. Station, Chicago; 
May 15-18; Chattanooga, Tenn. 
INTERNATIONAL Rartway GENERAL ForEMEN’s AssocraTion.—L. H. Bryan, 
D. . R. Ry., Two Harbors, Minn. 
Int. Ry. Master Biacksmitus’ Ass’n.—A. L. Woodworth, Lima, Ohio. 
INTERNATIONAL RarLway Concress.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 
Iowa Rattway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 2d 
Friday in month, except July and August; Des Moines. 
Master Car Buitpers’ Ass’n.—J. W. Taylor, Old Colony Bldg., Chicago. 
Master Car anp Loco. Painters’ Ass’n oF U. S. anp Canapa.—A. P. Dane, 
. & M., Reading, Mass, 
New Encranp RaiLroap CLus.—G, H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, ex. June, July, Aug. and Sept.; Boston. 
New York Rairroap Cius.—H. D. Vought, 95 Liberty St., New York; 8d 
Friday in month, po Phd and August; New York. 
Nortu-West Raitway CLus.—T. W. Flanagan, Soo Line, Minn.; 1st Tues. 
after 2d Mon., ex. June, July, August; St. Paul and Minn. 
NortHErRN Raitway Cius.—C. L. Kennedy, C., M. & St. P., Duluth; 4th 
Saturday; annual, Nov. 26; Duluth, Minn. ‘ 
Omana Rartway Crius.—A. H. Christiansen, Barker Blk.: Second Wed. 
Rattway Crus or Kansas City.—C. Manlove, 1008 Walnut St. Kansas 
City; 8d Friday in month; Kansas City. 
Rattway Crus or Pitrssurcu.—J. D. Conway, Pittsburgh, Pa., 4th Friday 
in month, except June, July and August; Pittsburgh. 
cane was, Association.—C, C. Rosenberg, 12 North Linden St., Beth- 
ehem, Pa. 
ae: S’xeerers’ Ass’n.—J. P. Murphy, Box C. Collinwood, O.; annual, 
May, 1911. 
RicuMonp Rartroap CLus.—F. O. Robinson; 2d Monday; Richmond. 
ROADMASTERS’ AND MAINTENANCE OF Way Ass’n.—Walter ¥ Emery, P. & P 
U. Ry., Peoria, Ill.; Oct., 1911; St. Louis. 
St. Louis Rartway Crius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug.; St. Louis. 
Society oF Rattway Financia Orricers.—C. Nyquist, La Salle St. Station, 
Bs Chicago; Oct. 25 and 26; Hotel Chamberlin, Old Point Comfort, Va. 
Soutnern Association oF Car Service Orricers.—E. W. Sandwich, A. & 
W. R. Ry., Montgomery, Ala.; annual, Oct. 20; Atlanta. 

Sournern & SournwesterN R.R. Crus.—A. J. Merrill, Prudential Bldg., 
Atlanta; 8d Thurs., Jan., Mar., July, Sept. and Nov.; Atlanta. 
TOLEDO TRANSPORTATION CLUB.—L. G. Macomber, Woolson Spice Co., To- 

ledo; 1st Sat.; annual, May 6, 1911, Toledo. 
TRANSPORTATION CLUB OF BuFFALO.—J. M. Sells, Buffafo; 1st Sat. after 1st 
Wed.; annual, Dec. 18; Buffalo. 
Trarric Ctus or New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Pa Tuesday in month, except June, July and August; New York. 
LRAFFIC CLus or PirtsBurcH.—T. S, Walters, Oliver Building, Pittsburgh; 
meetings monthly, Pittsburgh. 
TRAIN DespatcHers’ Ass’N OF AMERICA.—J. F. Mackie, 7042 Stewart Ave., 
— annual, June 20, 1911; Baltimore. 
TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. R., 
__East_ Buffalo. 
WestTERN Canapa Rattway Cius.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg; 2d Monday, except June, July and August; Winnipeg. 
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Craffic News, 


At Birmingham, Ala., last week, James McKnight was ar- 
rested on the charge of fraudulent use of the mails in sending 
false bills of lading of cotton. 

The freight traffic departments of the Clyde and the Mailory 
steamship companies have been consolidated and J. B. Denison, 
traffic manager, pier 36 N. R., New York, is at the head of both. 
The assistant traffic manager is H. E. Maynard. 

It is announced in Mobile, Ala., that the banks of that city 
will guarantee bills of lading for shipments of cotton, thus 
meeting the objections of the English bankers to the customs 
heretofore in vogue which have impaired confidence in cotton 
bills. 

The New York Public Service Commission, First district, has 
reported to the Board of Estimate, of New York City, that there 
have been 100 dismissals and resignations from its service since 
June 1, and that the request made by the Board of Estimate 
for a 1911 budget 10 per cent. under that of 1910 would be com- 
plied with. 

To accommodate the traffic in dressed meats, provisions and 
other perishable freight, the Pennsylvania Railroad has estab- 
lished in New York harbor a refrigerator barge service. For 
much of this traffic it is impracticable to make delivery in the 
original car, because most of the steamships have no rail con- 
nections at their piers, and freight must be delivered by floats. 

The Interstate Commerce Commission has announced that at 
the hearing on western freight rate advances, which is to be 
resumed at Chicago on October 25, shippers will be heard first 
and then the railways will be required to justify the specific ad- 
vances proposed. The roads had heretofore proceeded on the 
theory that they would be required only to show that they 
needed more revenue. : 

The Merchants’ Association of New York has been requested 
by some of its members to investigate the dispute between the 
railways and shippers as to whether the market value of goods 
lost or damaged in transit at point of shipment or point of de- 
livery. The railways claim that the market price at the point of 
shipment should regulate the settlement of damage, and this con- 
tention would seem to be upheld by the wording of the uniform 
bil of lading now in use, but the commission merchants question 
the legality of the phrasing of the uniform bill of lading. 

The Chicago Board of Trade has filed a complaint with the 
Interstate Commerce Commission about the new transit rules 
which have been adopted by the railways at Chicago. One of 
the rules objected to is that which limits the time during which 
grain can be held at Chicago under the transit rate to six 
months, or 30 days in case a rate is advanced meantime. 
The Chicago Board of Trade men want to be allowed to hold 
the grain nine months. Another rule objected to is that which 
imposes a charge of 10 cents a car for recording all grain 
shipped. It is asserted that not more than one-third of the grain 
is shipped on transit rates. The commission is asked to suspend 
the rules and make a thorough investigation of their reasonable- 
ess. 

The Chicago Board of Trade, by its manager of transporta- 
tion, W. M. Hopkins, has filed a complaint with the Interstate 
Commerce Commission regarding the so-called “ex-lake” grain 
rates east of Buffalo. The rates are declared unreasonably 
high in themselves. and it is also charged that the railways are 
applying a higher rate than is just for the haul from Buffalo 
east when the grain moves into Buffalo by water as compared 
with the proportional rate charged when the grain moves into 
Buffalo by rail. This, it is charged, is done to give the rail- 
ways a monopoly of the traffic by equalizing the rail-and-water 
and the all-rail rates from Chicago to the seaboard. It is under- 
stood that similar complaints will be filed by the grain interests 
ef Duluth, Milwaukee and Buffalo. The complaint of the Chi- 
cago Board of Trade was filed after about two years’ negotia- 
tions to secure a readjustment of the rates. It is charged that 
the railways are able to make the lake rates high compared 
with the rail rates, owing to their control of most of the lake 
lines carrying grain. It is intimated that the government may 
be asked to proceed against the railways for having acquired 
control of the lake lines upon the ground that this is in viola- 
tion of the Sherman anti-trust law. 
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Car Surpluses and Shortages. 

Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association, in presenting 
statistical bulletin No. 79-A, giving a summary of car shortages 
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were decreases in surplus in all territories, with the exception of 


group 1 (New England), which shows a slight increase. 


Atten- 


tion is called to the fact that the increases in shortage occur in 
all portions of the country.” 








Group *1.—September 28, 
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Car SURPLUSES AND SHORTAGES. 




















gon, Idaho, California and Arizona lines; Group 11—Canadian lines. 


rc -Surpluses- ~ ay 
Coal, 
gondola Other Other 

Box. Flat. and hopper. kinds. Total. Box. Flat. and hopper. kinds. Total. 
14 358 235 412 1,019 551 88 0 899 
1,700 143 1.681 7,482 11,006 459 0 117 1,188 
2,313 387 413 2,390 5,503 4 180 112 1,038 
80 0 315 399 794 2,173 541 500 4,889 

0 95 175 623 893 614 268 175 2,304 
5,736 536 1,999 1,702 9,973 409 9 13 634 
51 21 0 0 72 0 0 141 296 
579 10 1,060 1,422 3,071 1,052 114 7 1,190 
456 230 223 568 1,477 448 213 62 723 
1,008 463 1,725 3,744 6,940 2,011 215 208 2,567 
207 1,151 45 318 1,721 1,944 42 227 2,213 
12,144 3,394 7,871 19,060 42,469 9,665 1,670 1,562 17,941 


1 is composed of New England lines; Group 2—New York, New Jersey, Delaware, Maryland, and Eastern Pennsylvania lines; Group 3—Ohio, 
chigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carolina lines; 
Mississippi, Alabama, Georgia, and Florida lines; Group 6—Iowa, lllinois, Wisconsin, Minnesota and the Dakotas lines; 
Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; 


Group 5—Kentucky, ‘Tennessee, 
Group 7—Montana, Wyoming and 


Group 9—Texas, Louisiana and New Mexico lines; Group 10—Ore- 








and surpluses by groups from May 26, 1909, to September 28, 
1910, says: 

“The surplus reported totals 42,469 cars, a decrease of 12,421. 
The shortage totals 17,941 cars, an increase of 10,127. There 
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The accompanying table gives surpluses and shortages by 
groups for the last period covered by the report, and the charts 
show total surpluses and shortages bi-weekly in 1907, 1908, 1909 
and 1910. 
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Freight Car Balance and Performance. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association, in presenting 
statistical bulletin No. 82, covering car balance and performance 
for June, 1910, says: 

“Although the car situation reports (Bulletins Nos. 73 and 
73-A) shows that there was more idle equipment in June than in 
May, the performance figures, as well as the Interstate Com- 
merce Commission reports of freight earnings, show increases 
in tonnage and earnings per car as well as gross earnings per 
mile of road. This would seem to be explained by the improve- 
ment in the performance of the cars in service, as reflected in 
the averages shown in this bulletin. 

“The tonnage per loaded car increased to 21.7, the loaded mile- 
age averaged 68.4 per cent. and the miles per car per day 24.5. 
The ton miles per car per day increased from 349 in May to 
362 in June. Earnings per freight car show a corresponding in- 
crease, averaging $2.40 per day as against $2.34 in May. Cars in 
shop increased from 5.99 per cent. to 6.63 per cent. 

“The car balance figures denote a continuation of the home- 
ward movement, and the cars on their owners’ lines increased to 
62 per cent. compared with 58 per cent. in May. The number of 
cars in service in the various groups in excess of ownership is 
materially decreased.” 

The accompanying table gives car balance and performance in 


June. 


Railways and Water Terminals. 


President Delano, of the Wabash, gave the following state- 
ment to the press last week: 

“The recent report of Herbert Knox Smith, commissioner 
of corporations, on ‘Water Terminals,’ has caused a good deal 
of criticism of the railways in the press which I believe is 
unfair. The report is a fine piece of thorough investigation; 
but some of its statements give the impression that Mr. Smith 
thinks the railways have been at fault in getting so much water 

. frontage in cities. Most of the railways were built into our 
cities when the cities were much smaller than they are now. 
They naturally extended their lines to those parts of the city 
where they could conveniently deliver traffic to, and receive 
it from, both the boats and the local industries, which latter 
were mainly on the water front. Is it fair to blame the rail- 
ways for having been enterprising enough to extend their tracks 
to places where they could get traffic? Much of the water 
frontage owned by the railways was comparatively valueless 
when acquired. The boat lines could have acquired it just as 
easily as the railways. It has been greatly increased in value 
by the city’s growing out along the railways’ tracks. Do the 
railways deserve reprobation for having kept it and acquired 
more as they needed it? In retaining it and using it for the 
purposes which make it most valuable to them, they have done 
merely what other business concerns have done with water 
frontage property. If the public desires to acquire the land for 
wharfs in the usual way it can do so. As long as it does not 
take the proper steps to acquire it, public officers and the press 
hardly can blame the railways for keeping and using it. 

“Mr. Smith says: “There is a surprising lack of co-ordination 
between rail lines and water lines for water trafic * * * 
Often, indeed, rail lines are a positive obstacle to the handling 
of water traffic instead of a benefit.’ The water lines are com- 
petitors of the rail lines. These statements illustrate the fact 
that, while the government itself subsidizes water transporta- 
tion in order to enable it to compete effectively with rail trans- 
portation, it is not considered right for the railways to use ef- 
fective methods in competing with the water lines. In this 
connection it should not be overlooked that practically all the 
important boat lines on the great lakes, which handle most of 
the inland water traffic of the country, are owned either by 
railways or by large industria] corporations. For a railway 
to give the use of its facilities to water lines owned by its rail- 
way competitors would be simply to give their use to its rail- 
way competitors themselves. As to the lake lines owned by in- 
dustrial corporations, they are not common carriers, but private 
carriers; they handle traffic only for their owners; and so long 
as they are not common carriers, serving the public, the rail- 
ways cannot be blamed if they do not treat them as such. As 
a matter of fact, however, even private water carriers are 
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62 

37 

99 

97,306 

6.63 

33,343 

24.5 

68.4 
21,252,476,083 


2,051,987 
1,271,692 

751,517 
2,023,209 
2,120,515 


Total. 


Grand 
1,553,628,393 


102,393 
71,048 
26,544 
97,592 

69 

26 

95 

2,444 
100,036 
6.37 

2,167 

46 
84,375,638 
28.1 


Canadian 
Lines. 


61,369 
51,709 
113,078 
43 
94 
10,680 
123,758 
6.24 
2,353 
538 
109,948,402 
9.6 
2.7 
354,078,979 1,621,962,565 1,163,110,114 


120,819 


Ore., 
Idaho, Nev., 
Cal., Ariz. 


28,090 
17,129 
18,633 
35,762 

7,672 
61 

66 

127 
2,476 
38,238 
6.19 
795 

49 
29,759,068 
66.9 


Texas, 
La., 
New Mex. 


114,891 
70,715 
45,050 

115,765 

874 

62 

39 

101 

7,026 
122,791 
9.26 

2,203 

56 
79,156,366 
22.8 

68.7 
363,082,887 1,142,392,124 


Kan., 


b., Colo., Okla., 
Mo., Ark. 


17,113 
5,884 
11,748 
17,632 
519 
84 
69 
103 
1,288 
18,920 
5.74 
453 
42 
23,589,540 
41.6 
76.4 


Mont., 
Wyo., Ne 
Dakotas 





372,368 
273,968 
116,766 
390,729 
18,361 

74 

31 

105 

16,046 
406,775 
6.33 

6,086 

67 
286,452,174 
23.5 

70.8 
1,813,995,811 1,614,069,159 2,754,051,284 


Iowa, 
Ill., Wis., 
Minn. 


173.208 
96,628 
48,260 

144,888 

28 

84 

6,784 
151,672 
8.91 

2,571 

59 
120,479,518 
26.5 

68.9 


., Tenn., 
ss.,Ala., 
Ga., Fla. 





Mi 


172,840 
98,464 
55,175 

153,639 

57 

32 

578 
157,217 
2,987 
25.4 
65.1 


Va., W. Va., 
No. and So. 
Carolina. 

120,020,67 


Car BALANCE AND PERFORMANCE IN JUNE, 1910, 
134,289 
92,421 
226,660 
16,011 
64 
44 
108 
9,984 
7.79 
2,841 
83 
163,313,077 
23.0 
65.7 


210,649 
236,644 


Mich., 
Western Pa. 





Ohio, Ind., 


“9 
416,628 
262,247 
678,875 
61 
38 
99 
35,542 
714,417 
5.84 
10,203 
70 
511,327,799 
23.9 
66.1 
275,182,753 7,707,493,466 2,448,057,441 
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Eastern Pa. 
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given the use of railway water frontage in Chicago and many 
other cities all over the country. That the railways have not 
made traffic arrangements at many points with water lines, such 
as those on the Mississippi river, is because the water lines have 
not been able to transfer and handle the traffic delivered to 
them by the railways at such points economically and expe- 
ditiously or to give the railways any substantial traffic in re- 
turn. Where the conditions have been favorable for an. inter- 
change of traffic the railways have made favorable rates in 
connection with the boat lines. For example, at the present 
moment, on traffic moving from the East to Chicago by boat, 
and thence to St. Louis by rail, the railways give the boat lines 
divisions of the through rates which actually make the earn- 
ings of the railways from the traffic unremunerative. Wherever 
the water lines are or shall become able satisfactorily to handle 
through traffic the government will be justified in compelling 
the railways to establish reasonable through rates and through 
routes in connection with them. 

“Many of the criticisms of the railways for having hampered 
and destroyed water transportation are really merely criticisms 
of the railways for having given a superior service with which 
the water lines have been unable to compete. For example, the 
water lines have no soliciting staffs to seek traffic; no bills of 
lading are issued except by a few which are common carriers; 
and they do not give continuous, all the year round service. 
The consequence is, they do not—and, so long as they are thus 
operated, cannot—effectively compete with the railways, no mat- 
ter what rates they make; for service is just as important in 
getting traffic as rates are.” 





Crop Conditions. 


The United States department of agriculture estimates crop 
conditions as follows: 








Condition compared with normal. 





— ai, 
Oct. 1, Sept. 1, Oct, 1, ct, 1... Oct. 1, 
1910. 1910. 1909. 1908. Ten-year av. 
Crops Per ct. Per ct. Perct Perct: Per ct. 
A oe aa hams wn aaa 80.3 78. 73.8 77.8 78.4 
BUCKWHORE 6ccsscccvees 81.7 82.3 79.5 81.6 83.3 
BUGIRNGERY 503 5\pi6'ais-5 se eres 71.8 70.5 78.8 68.7 75.6 
BMIRAOOD). aia 96 b:sic'ae ee ose 80.2 77.7 81.3 84.1 83.0 
ESS ee erie 47.2 48.3 84.9 81.2 *83.4 
REMI acs Wb -Wi0 4a ae ie es wia. 88.1 88.8 81.2 87.7 86.1 
PIERS aoa e Gea see 46.4 46.8 43.9 48.4 53.8 
*Seven-year. 
; -—Production—~ -~-Quality.--— 
-——Yield per acre.—, (000 omitted). 10-year 
1910. 1909. 10 yr.av. 1910. 1909 1910. av. 
Crops. Bush. Bush. Bush, Bush. Bush, Perct. Per ct. 
Spring wheat. 11.8 15.8 13.7 233,475 290,823 94.1 86.2 
All wheat..... 14.2 15.8 14.1 691,769 737,189 93.1 wee 
ats 31.9 30.3 29.5 1,096,396 1,007,353 93.8 86.1 
TREE cc ana nie 22.4 24.3 25.7 158,138 170,284 88.1 86.9 





INTERSTATE COMMERCE COMMISSION. 


Advances Suspended. 

The Interstate Commerce Commission has suspended until 
February 6, 1911, tariffs filed by the agents of the Transconti- 
nental Freight Bureau, the Central Freight Association, and the 
Trunk Line Association increasing rates on lumber, staves, 
cement and other commodities, westbound from Mississippi river 
points to northern Pacific coast points in Oregon and Washing- 
ton. 

Advances in freight rates between New Orleans and points 
north, west and east, which were to have become effective on 
November 1, have been suspended, pending an inquiry into their 
reasonableness. The tariffs are suspended for 120 days from 
November 1. 





STATE COMMISSIONS. 





The Railroad Commission of Louisiana has given permission 
to the railways to run trains over crossings with logging roads 
and short railways without stopping, when the crossings have 
been provided with gates which are set normally against the log: 
ging or short line roads. 


The Arkansas Railway Commission having refused to give 
Its permission to the Chicago, Rock Island & Pacific to raise 
Passenger rates to 3 cents a mile, counsel for the road announced 
that it would raise the rate anyway. The commission originally 
fir ed a rate of 2 cents for all trunk lines in the state. The 
iteleral court issued an injunction restraining it from enforc- 
ing the order. The Rock Island, in common with other lines, 
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then put in a 2%4-cent rate. It asked the permission of the com- 
mission to raise this because it had found that it was not com- 
pensatory. 





COURT NEWS. 





The Ralston (Neb.) Townsite Co. has filed a complaint 
with the Interstate Commerce Commission against the Missour) 
Pacific for its refusal to build a switch connecting the side track 
of the Ralston company with its line, in accordance with a verbal 
agreement. 


Counsel for the Chicago, Burlington & Quincy have filed a mo- 
tion with the Supreme Court asking for the postponement of the 
argument of the Missouri River rate case until the case can be 
heard by nine judges. At the opening of the Supreme Court 
Governor Hughes, of New York, was sworn in as an associate 
justice. 


An indictment brought under the Sherman Anti-Trust law 
against the Imperial Glass Co., a West Virginia corporation, has 
been sustained in an opinion by the Circuit Court. The de- 
fendant had entered a demur to an indictment of the Federal 
grand jury, charging conspiracy in restraint of interstate trade in 
hand-blown glass. 


Suit has been brought against 12 bituminous coal shippers ir 
the Clearfield district of Pennsylvania against the Pennsylvania 
Railroad to recover $1,000,000 damages, due to alleged discrimina- 
tion in that the railway company delivered coal for the Berwind- 
White Co. at a pier in New York harbor and delivers coal for 
complainants at Perth Amboy, 25 miles from New York. ° 


The Oregon Railroad & Navigation Company secured an in- 
junction from the Thurston county (Washington) superior 
court, restraining the Washington board of equalization from 
certifying the assessment of this railway to the various coun- 
ties of the state at an aggregate of $27,000,000. The company 
calis attention to the fact that the Washington railway commis- 
sion, after a long and exhaustive investigation, placed a valua- 
tion on the property of the Oregon Railroad & Navigation Com- 
pany in Washington of only $19,500,000. This being the basis 
fixed by the commission on which the road should be allowed 
to earn revenues, it is contended that no higher basis should 
be fixed on which it shall be required to pay taxes. One of the 
interesting features of this situation is that when the railway 
commission was making its valuation, it was announced that it 
probably would be taken as a basis both for regulation of rates 
and for taxation. 





Hearing Resumed in Union Pacific Merger Suit. 


C. A. Severance, special assistant to the attorney-general, 
opened argument for the government in the case of U. S. A. v. 
Union Pacific before the U. S. Circuit Court. He said in part 
as follows: 

“This suit was brought by the United States of America for 
the purpose of dissolving a railway combination originating with 
the defendants, Harriman, Schiff, Kahn, Stillman, Rogers and 
their associates, including the Union Pacific, under which com- 
bination a common control has been established over the Union 
Pacific, the Southern Pacific, the San Pedro, Los Angeles & Salt 
Lake, and then to some extent over the Atchison, Topeka & 
Santa Fe. 

“Perhaps the most prominent issue is as to the relations be- 
tween the Union Pacific and the Southern Pacific. It is averred 
that the rail lines of the Southern Pacific from the Mississippi 
river to Portland were in active competition with the lines of 
the Union Pacific for the transportation of vast quantities of 
freight from points in the Mississippi Valley and in eastern 
states; that the steamship line of the Southern Pacific from 
New York to New Orleans and Galveston, together with its rail 
lines,-; was in active competition with the lines of the Union 
Pacific for a large amount of traffic originating in the Atlantic 
coast and central states; that the rail line of the Southern Pa- 
cific from San Francisco to Portland was in active competition 
with the ships of the Oregon Railroad & Navigation Co. plying 
between those points. 

“Edwin Hawley testified that up to the spring of 1901 Union 
Pacific maintained agencies in the East, working in competition 
with the Southern Pacific for all business originating in this 
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territory; that this competition for transcontinental business 
originating on the Atlantic seaboard between the Union and 
Southern Pacific extended as far north as Portland, but to a 
lesser degree than to California common points. 

“The effort of the Southern Pacific was to move all traffic to 
the coast by New Orleans, while the Union Pacific worked for 
the only route affording it any revenue, via Omaha or Kansas 
City to Ogden. On the basis of a dollar rate the Scuthern Pa- 
cific from Ogden to San Francisco would receive 30.1 cents. 
Where the traffic moved via New Orleans the Southern Pacific 
would receive all the revenue. On the other hand, if traffic 
moved via New Orleans the Union Pacific would get nothing. 
Therefore there was the same incentive to active, energetic com- 
petition between these lines that there would have been had the 
Southern Pacific not owned the line between Ogden and San 
Francisco. 

“The Southern Pacific and Union Pacific were both connect- 
ing and competing lines. Paul Morton, from 1895 to 1904 vice- 
president of the Atchison, testified: Q. Taking into considera- 
tion the situation of all those railways, will you state whether in 
your opinion in the spring of 1901 prior to the time when the 
Union Pacific purchased a large amount of stock in the South- 
ern Pacific, these lines were competitors for transcontinental 
business? A. They were both competitors and connections. Q. 
They were competitors, were they? A. Yes. 

“Testimony shows that in traffic meetings where questions of 
policy or rates arose Union Pacific and the Sunset route were 
frequently competing; that agents of the Union Pacific were en- 
deavoring to route traffic over their line and thence to the 
coast and agents of the Southern Pacific to route it via New 
Orleans. J. C. Stubbs, traffic director of the Union-Southern 
Pacific system, speaking of competition from Atlantic seaboard 
points to California points, testified that prior to 1901 and for 
many years the line via New Orleans was an important factor 
in that competition; further, that ‘conditions to-day with respect 
to two representatives in Atlantic seaboard are the same as be- 
fore 1901. The Union Pacific has its general agents there and 
the Southern Pacific has its agents, but all the endeavor the 
Union Pacific agencies must contribute to the Southern Pacific 
because they cannot get into California otherwise, and really 
you must say the agencies are practically joint.’ 

“This answer of Mr. Stubbs really sums up the defense in 
this case. Defendants cannot deny that for years the Southern 
Pacific actively worked business out of New York by way of 
New Orleans; that the Union Pacific actively worked to secure 
that same business, via Omaha or Kansas City; but although 
this competition was most active, Mr. Stubbs’ answer implies 
that there was really no competition because for a portion of the 
way the traffic secured by the Union Pacific was hauled by a line 
of the Southern Pacific. 

“On occasion of the arbitration of the Canadian Pacific dif- 
ferential, Mr. Stubbs demolished this theory by arguing that ‘if 
the Oregon Short Line were deprived of connection with the 
Union Pacific, making a through line to San Francisco via Port- 
land, the Short Line would be deprived of all opportunity to 
compete for a share of the San Francisco trade; therefore, that 
a through line is to be regarded as a unit regardless of whether 
part of it may be used for forming another through line even 
though it may be a rival through line.’ Mr. Stubbs thus thor- 
oughly answered the entire technical argument that is advanced 
to show that a railway company cannot compete for business 
when, as a matter of fact, it is competing for business. 

“J. A. Munroe, freight traffic manager for the Union Pacific, 
testified: Q. What roads do you mean by your competitors? 
A. Speaking of San Francisco business, all lines east of Ogden 
other than Union Pacific, all lines east of El Paso, including the 
through route of the Sunset Line from New York to San 
Francisco. 

“Other witnesses testified that from 1888 to 1891 competition 
for coast business out of Philadelphia between Union and South- 
ern Pacific was very strong; that prior to 1901 Portland busi- 
ness was solicited by Union and Southern Pacific agents sep- 
arately; that westbound most of the business was routed to 
Ogden and thence by Southern Pacific via Sacramento to Port- 
land. Business of the Union Pacific between the east and Port- 
land moved over the Short Line and O. R. & N. The Southern 
Pacific sought this traffic over their own rails from Ogden to 
Portland via Sacramento. This Sacramento route has been 
closed to traffic since the joint management.” 
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Railway Officers, 





ELECTIONS AND APPOINTMENTS, 





Executive, Financial and Legal Officers. 


J. B. Tartt, auditor of the Texas City Terminal, with office 
at Texas City, Tex., has resigned. 


C. M. Malone, secretary and auditor of the Houston Belt & 
Terminal Railway, with office at Houston, Tex., has resigned to 
engage in other business. 


R. E. Clark, assistant secretary of the New York. New Haven 
& Hartford at New Haven, Conn., has been appointed secretary, 
succeeding J. G. Parker, deceased. 


The Texas Southern, a projected line in Texas, has elected 
the following officers: F. T. Parks, San Antonio, Tex., presi- 
dent; H. G. Martin, Pleasanton, Tex., vice-president and treas- 
urer, and Frank Burmeister, Tilden, Tex., secretary. 


IF. O. Waldo, secretary of the Detroit & Charlevoix at Detroit, 
Mich., has been appointed auditor; N. B. Ackley has been 
appointed assistant auditor; E. A. Wigren has been appointed 
auditor of disbursements, and Henry Russell has been appointed 
general counsel, all with offices at Detroit. 


Operating Officers. 


H. H. Adams, general superintendent of the Toronto, Hamil- 
ton & Buffalo, has been promoted to general manager, with office 
at Hamilton, Ont. 


W. E. Miller has been appointed superintendent of the First 
division of the Denver & Rio Grande. He is to have his office 
at Pueblo, Colo. Mr. Miller succeeds I. H. Luke, resigned to 
accept service elsewhere. 


W. C. Heth, chief despatcher of the Wabash at Montpelier, 
Ohio, has been appointed acting superintendent, with office at 
Detroit, Mich., succeeding J. J. Sim, given an extended leave 
of absence on account of ili health. 


C. H. Biever has been appointed superintendent of car service 
of the Detroit & Charlevoix; A. C. Thomas has been appointed 
car accountant, and J. J. Ross has been appointed superintendent 
of telegraph, all with offices at Detroit, Mich. 


Michael C, Roach, assistant superintendent of the New York 
division of the Eric, with office at Jersey City, N. J., having 
resigned, that position is abolished. William J. English, train- 
master at Port Jervis, N. Y., has been transferred to Jersey 
City, N. J. Michael Nolan, trainmaster at Jersey City, has been 
transferred to Port Jervis, succeeding Mr. English; Thomas 
O'Donnell, chief despatcher, has been appointed a trainmaster, 
succeding Mr. Nolan; H. R. Cole, night chief despatcher, has 
been appointed chief despatcher, succeeding Mr. O'Donnell, and 
Albert M. Kelly, station supervisor, has been appointed night 
chief despatcher, succeeding Mr. Cole, all with offices at Jersey 
City. 


Cornelius J. Shea, whose appointment as superintendent of 
the Wyoming division of the Lehigh Valley, with office at 
Wilkesbarre, Pa., was recently announced in these columns, 
began railway work in 1891 on the Erie Railroad as a telegraph 
operator. He then went to the Lehigh Valley in the same ca- 
pacity. From 1892 to 1908 he has been consecutively despatcher, 
chief despatcher and trainmaster on the same road, at Buffalo, 
N. Y. He was appointed assistant superintendent of the Buf- 
falo division of the Lehigh Valley at Sayre, Pa., in October, 
1908, and was promoted to superintendent of the Auburn divi- 
sion on January 1, 1910, which position he held at the time of 
his recent appointment as superintendent of the Wyoming divi- 
sion. 


Edward F, Blomeyer, whose appointment as general manager 
of the Chattanooga Southern, with office at Chattanooga, Tenn., 
has been announced in these columns, during the past 29 years 
has served in nearly every department, but his work has been 
chiefly in the construction and operation of various small rail- 
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ways in Missouri and Arkansas, which are now a part of the 
’*Frisco system. In October, 1903, he was made president and 
manager of the Pere Marquette Steamship Co., remaining in 
that position until May, 1906, when he was appointed assistant 
general freight agent of the Pere Marquette Railroad at Mil- 
waukee, Wis., which position he held at the time of his recent 
appointment. Mr. Blomeyer was also president and manager of 
the Manistique, Marquette & Northern, now a part of the Man- 
istique & Lake Superior, from March, 1904, to October, 1905. 


Traffic Officers. 


S. A. Seawright has been appointed traveling freight agent 
of the Southwestern Railway, with office at Henrietta, Tex. 


H. S. Gray, traveling passenger agent of the Illinois Central 
at St. Paul, Minn., has been appointed a district passenger agent, 
with office at St. Paul. 


J. T. Livsey has been appointed a soliciting freight agent of 
the Georgia Southern & Florida, with office at Macon, Ga., suc- 
ceeding L. C. Shirah, resigned. 


W. F. Bellairs has been appointed a traveling freight agent of 
the St. Louis, Iron Mountain & Southern at Houston, Tex., suc- 
ceeding C. W. Andrews, resigned. 


George B. Hild has been appointed general agent of the Union 
Pacific and the Southern Pacific, with office at Cleveland, Ohio, 
succeeding Donald P. Stubbs, deceased. 


B. F. Longley, contracting freight agent of the Missouri, 
Kansas & Texas at St. Louis, Mo., has been appointed a travel- 
ing freight agent, with office at Kansas City, Mo. 


R. S. Fife, commercial agent of the Missouri, Kansas & Texas 
at St. Louis, Mo., has been appointed general eastern agent, with 
office at New York, succeeding C. C. Hopper, resigned. 


Frank O’Connor. has been appointed traveling agent of the 
Chicago & North Western, with office at Buffalo, N. Y., suc- 
ceeding F. M. Archdeacon, resigned to engage in other business. 


C. W. Andrews, traveling freight agent of the St. Louis, Iron 
Mountain & Southern at Houston, Tex., has been appointed a 
commercial agent of the Missouri, Oklahoma & Gulf, with office 
at Dallas, Tex. 


C. M. Kittle, statistician in the office of the vice-president of 
the Illinois Central at Chicago, has been appointed freight claim 
agent, with office at Chicago, succeeding R. Kirkland, assigned 
to duties in the purchasing department. 


W. E. Coman, general freight and passenger agent of the 
Spokane, Portiand & Seattle and the Astoria & Columbia River 
at Portland, Ore., has been appointed also general freight and 
passenger agent of the United Railways and the Oregon Electric 
Railway. 


A. P. Massey, New England passenger agent of the Missouri 
Yacific and the St. Louis, Iron Mountain & Southern at Boston, 
Mass., having resigned, the duties of that position have been 
assumed by William E. Hoyt, general eastern passenger agent 
at New York. 


W. C. Rowley has been appointed general freight agent of 
the Detroit & Charlevoix, and Joseph S. Hall has been appointed 
assistant general passenger agent, both with offices at Detroit, 
N ich, H. P. Dearing has been appointed general baggage agent, 
with office at Chicago. 


Charles A. Florence, whose appointment as assistant general 
freight agent of the Illinois Central, in charge of exports and 
imports, has been announced in these columns, was born June 8, 
1857, in Chicago. He received his education in the public schools 
and in January, 1877, began railway work in connection with 
land grants in Iowa along the Illinois Central and the Chicago 
& Northwestern. In 1887 he was made traveling passenger 
agent, and three years later northeastern passenger agent of the 
Illinois Central. For six years from 1891 he was general agent 
in charge of freight and passenger traffic in northeastern terri- 
tory for the same road, and from 1897 until his recent promotion 
he was general eastern agent in New York City. 
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J. W. Graham, whose appointment as assistant general freight 
agent of the Toledo, St. Louis & Western, the Chicago & Alton, 
the Minneapolis & St. Louis and the Iowa Central, with office 
at Chicago, has been announced in these columns, was born 
March 21, 1879, at Toledo, Ohio. He attended the common 
schools and night school until May, 1894, when he began rail- 
way work with the Toledo, St. Louis & Kansas City, now the 
Toledo, St. Louis & Western, as an office boy. Later in the same 
year he was made mailing clerk in the general freight depart- 
ment and held various other clerkships until August, 1900, when 
he was made rate clerk, which position he held for four years. 
He was then made contracting freight agent at Toledo, and in 
September, 1905, was made chief rate clerk. When the general 
offices of the Toledo, St. Louis & Western and the Chicago & 
Alton were removed to Chicago in January, 1908, he was ap- 
pointed chief clerk in the tariff department. When the four 
roads mentioned above were consolidated in December, 1909, he 
was made chief clerk to the freight traffic manager and assist- 
ant freight traffic manager, and in February, 1910, was appointed 
chief of the tariff bureau of the four roads, from which posi- 
tion he has just been promoted to assistant general freight agent. 


Engineering and Rolling Stock Officers. 


E. L. Burdick has been appointed assistant engineer of tests 
of the Atchison, Topeka & Santa Fe, with office at Topeka, Kan. 


Ralph Budd has been appointed chief engineer of the Spokane, 
Portland & Seattle, with office at Portland, Ore., succeeding T. 
H. Croswell, resigned. 


J. Coughlin, roadmaster of the St. Louis & San Francisco at 
Ft. Scott, Kan., has been appointed roadmaster of the Kansas 
City Southern, with office at Neosha, Mo. 


George H. Webb has been appointed chief engineer of the 
Detroit & Charlevoix, and E. D. Bronner has been appointed 
superintendent of motive power, both with offices at Detroit, 
Mich. 


F. A. Chase, formerly general mechanical inspector of the 
Chicago, Burlington & Quincy, has retired from active service 
after almost 61 years of railway and mechanical work; yet he 
does not regard himself 
as a very old man and 
his portrait does not in- 
dicate old age. Mr. 
Chase was born August 
18, 18386, at Monroe, 
Ashtabula county, Ohio. 
Two years later his 
parents moved to Wind- 
sor, Vt., and in 1849, 
when he was 13 years 
old, young Chase com- 
menced railway work as 
a train boy on the Sulli- 
van Railroad in New 
Hampshire, now a part 
of the Boston & Maine, 
and the next vear he 
was made an apprentice 
in the machine shop of 
the same road. Four 
years later he went 
south as a machinist in 
the shops of the South 
Carolina Railroad, now 
a part of the Southern Railway, at Charleston, and in 1855 he 
worked in the machine shops of the Georgia State road. Two 
years later he went with the Detroit Locomotive Works, and 
was then consecutively in the Lake Shore shops at Adrian, 
Mich.; in railway shops at Ft. Wayne, Ind.; with the New 
Albany & Salem, now the Chicago, Indianapolis & Louisville, 
at Michigan City, Ind.; roundhouse foreman with the Marietta 
& Cincinnati, now a part of the Baltimore & Ohio Southwest- 
ern, at Chillicothe, Ohio. In January, 1866, he began work with 
the Burlington, with which road he was in continuous service 
for 44 years. He worked in the Aurora shops for two years 
and was later fireman and then locomotive engineer. In 1878 
he was made roundhouse foreman at Aurora, and two years 





F. A. Chase. 





710 RAILWAY AGE GAZETTE. 


later was appointed master mechanic of the Kansas City, St. 
Joseph & Council Bluffs at St. Joseph, Mo.; in’ 1891 he was 
given additional territory, including the Hannibal & St. Joseph, 
and five years later was appointed general master mechanic of 
the Missouri lines of the Burlington. In 1904 he was made gen- 
eral mechanical inspector of the Burlington lines east of the 
Missouri river, which position he recently resigned. He has 
moved to California, and, with his wife and daughter, will reside 
in Los Angeles. 


O. S. Jackson, master mechanic of the Chicago, Indianapolis 
& Louisville at Lafayette, Ind., has been appointed superintend- 
ent of motive power, with office at Lafayette, succeeding John 
Gill, resigned. 


W. A. Yanda has been appointed machine foreman on the 
Northern district of the Rock Island Lines, with office at Cedar 
Rapids, Iowa, succeeding P. F. Low, resigned. C. M. Stone 
has been appointed machine foreman on the Terminal and Illi- 
nois divisions, with office at Chicago, succeeding W. Marks, 
assigned to other duties. 


Garrett Vliet, assistant master mechanic of the Grand Trunk 
at Portland, Me., has been appointed master mechanic of the 
Western division, with office at Battle Creek, Mich., succeeding 
W. Hamilton, resigned. ‘Mr. Vliet was born in 1856 at Mil- 
waukee, Wis., and was educated in the schools of Wisconsin. 
He began railway work as a draftsman with the St. Louis & 
San Francisco at Kansas City, Mo., in 1877, and in February, 
1879, went to the Wabash Railroad in the same capacity, which 
position he held for 10 years, when he was appointed general 
foreman, remaining in that position until July, 1898. From 
October, 1898, to April of the following year, he was general 
foreman of the Grand Trunk at Battle Creek, and was appointed 
assistant master mechanic of the First district of the Grand 
Trunk in April, 1899, at Portland, Me., which position he held 
at the time of his recent appointment as master mechanic. Mr. 
Vliet’s entire service has been in the locomotive departments of 
the railways. 

Purchasing Officers. 


. F. Farrell has been appointed purchasing agent of the 
Detroit & Charlevoix, with office at Detroit, Mich. 





OBITUARY. 





M. I. Marlow, superintendent of bridges and buildings of the 
Mexico Northwestern, died at Cuidad Juarez, Chihuahua, 
Mexico, on October 1. 


James Archbald, of Scranton, Pa., formerly chief engineer of 
the Delaware, Lackawanna & Western, died at Venice, Italy, 
on October 6 of heart disease. Mr. Archbald was born Feb- 
ruary 13, 1838, at Sand Lake, N. Y., and began railway work in 
1860 as assistant engineer of the Delaware, Lackawanna & West- 
ern. From 1870 to 1883 he was chief engineer and was then 
made consulting engineer of that road. 


Archibald C. Robson, formerly master car builder of the Lake 
Shore & Michigan Southern at Buffalo, N. Y., died at his home 
in Buffalo on October 6. Mr. Robson was born on February 
19, 1830, at Langholm, Dumfrieshire, Scotland. He began rail- 
way work in December, 1854, as a carpenter on the Buffalo & 
State Line, remaining in that position until the road became 
a part of the Lake Shore & Michigan Southern. From May, 
1868, to June, 1872, he was foreman of the passenger car de- 
partment. On June 1, 1872, he was appointed division master 
car builder of the same road and was later promoted to master 
car builder. He was the founder and for many years president 
and vice-president of the Erie Savings & Loan Association of 
Buffalo, and was one of the organizers of the Central Railway 
Club, and after he gave up active railway work he was made an 
honorary member ot it. 


Nicholas Monsarrat, president of the Kanawha & Michigan 
and president of the Wellston & Jackson Belt Line, with office 
at Columbus, Ohio, who died on September 30 in New York 
City, as previously announced in these columns, was born in 
March, 1839, at London, Canada, and began railway work in 
1872 as secretary of the Paducah & Memphis. He held various 
positions with that road until July, 1881, when he was made 
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general superintendent of the Chesapeake & Ohio Southwestern; 
in December of that year he was appointed general superin- 
tendent of the Cleveland, Mt. Vernon & Delaware, and was later 
president end general manager and vice-president and general 
manager of its successor, the Cleveland, Akron & Columbus. 
He was made receiver of the Valley Railway in 1894 and of the 
Columbus, Sandusky & Hocking in 1895, and in 1896 was made 
president and general manager of the iatter road. He was made 
vice-president of the Columbus, Hocking Valley & Toledo in 
1897 and was later made receiver of the same road; in 1899 it 
was reorganized as the Hocking Valley, when he was made 
president. Until September, 1901, he was vice-president of the 
Toledo & Ohio Central, when he was made president of that 
road and the Kanawha & Michigan. He was president of the 
latter road until his death, of the Zanesville & Western and 
the Toledo & Ohio Central until 1909 and of the Hocking Valley 
until early in the present year. 


William B. Dana, founder and publisher of the Commercial 
and Financial Chronicle, died Oct. 10 at Mastic, Long Island. He 
was 81 years old, and his suffering from debility, due to age, was 
recently aggravated by a fall which broke his thigh. 

Mr. Dana was born at Utica, N. Y., Aug. 26, 1829, and was 
graduated from Yale University in 1851, and was a practicing 
lawyer at Utica from 1853 to 1859. He moved to New York and 
bought Hunt’s Merchants’ Magazine. Some years later he 
brought out the first number of the Commercial and Financial 
Chronicle, . 

A year ago the Chronicle, in celebrating Mr. Dana’s 80th 
birthday, printed a sketch of his life. “A severe and unex- 
pected disaster threatened the very beginnings of his new enter- 
prise, arising from and attendant upon the warlike attitude of 
the Northern and Southern States and the approaching rupture 
between them, a disaster which was only too speedily realized,” 
said the Chronicle, concerning Mr. Dana’s assuming control of 
the Hunt’s Merchants’ Magazine in 1859. 

“As the tendency of the magazine was toward a moderate form 
of free trade, it was natural that a large number of subscribers 
should be found south of the Mason and Dixon line, and the 
sudden embargo and cessation of friendly intercourse between 
the North and South, followed shortly thereafter by the inter- 
ruption of all postal service, caused the loss of more than half 
of the subscribers in the United States, with a corresponding de- 
crease of income. 

“The new management had, however, anticipated this setback 
and provided abundant reserve to meet the emergency. It is 
sufficient to call attention here to only one of these contributing 
forces of recovery, namely, a series of highly interesting 
biographical sketches of celebrated living merchants, each sketch 
being accompanied by a superior stee! plate engraving, attracting 
wide attention in business circles. 

“Important facts in the lives of Cornelius Vanderbilt, Thomas 
Tileston, Moses Taylor and others were carefully obtained and 
presented, and even to-day reference is frequently made to these 
articles in considering the business history of that period.” 

In developing his plan for the Chronicle Mr. Dana took as 
his model, for form, the London Economist, bearing constantly 
in mind the need of giving to his periodica! a very practical side, 
an everyday application, suited to a conservative, high-class 
clientéle, and able to maintain a foremost place in the rapidly 
moving march of events. It is worthy of note that the first issue 
of the Chronicle contained in embryo form a suggestion of every 
one of the subsequent developments which have from time to 
time been made in the form of additional supplements or sec- 
tions. 





Railway Building in Japan. 


The final link of 28 miles, connecting the main line of the Im- 
perial Kyushu Railways in the mountain section between 
Hitoyoshi and Kagoshima in the southern part of the island, 
was completed toward the close of the year and was opened to 
through traffic from Moji in the north to Kagoshima in the 
south on December 1, 1909, with appropriate ceremonies. This 
final section of 28 miles is in the high mountainous region a 
short distance north of Kagoshima (about 30 miles), and was 
one of the most difficult problems the railway engineers had to. 
contend with in Japan. The line is a succession of tunnels, cuts. 
and fills, with one loop. 
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Railway Construction. 


New Incorporations, Surveys, Etc. 





Boston & Mainr.—According to press reports, part of the pro- 
ceeds of the $10,000,000 lately voted by the directors will be used 
for relaying a iarge part of the system with new rail, and the 
ele xtrification of the line through the Hoosac tunnel. It will 
take several years to carry out the work. (See report of this 
company elsewhere in these columns.) 


CANADIAN NorTHERN.—Plans have been filed for a branch 
from Springfield, Man., north to East Selkirk, 11.4 miles. 


CanapIAN Paciric.—Bids are wanted up to November 1, it 
is said, by R. A. Bainbridge, division engineer of the Esqui- 
malt & Nanaimo, at Victoria, B. C., for clearing the right- 
of-way on the Comox extension between Parksville and Union 
bay, Vancouver island. 

Double-tracking work from Winnipeg, Man., west to Portage 
la Prairie, 55 miles, has been finished, and was turned over to 
the operating department on October 3. 

Plans have been made, it is said, to start work at once on a 
line from Pincher creek, Alberta, to the mines of the Western 
Coal & Coke Co. at Beaver creek. The line will probably be fur- 
ther extended to other coal and timber fields. 


EsouimaLt & Nanatmo.—See Canadian Pacific. 


Cuicaco, Burtincton & Quincy.—An officer writes that this 
company is making some surveys between Mexico, Mo., and 
St. Joseph, but that no plans for building a line between these 
places has yet been made. 


Cuicaco, Rock Istanp & Paciric.—According to press reports, 
this company 1s planning to build a short line from a connection 
with the lines west of Hopefield, Ark., to a point in Memphis, 
Tenn., north of the mouth of Wolf river. It is said the plans 
include building a new bridge at Memphis, over the Mississippi 
river, to cost about $3,000,000. 


Fort WortH & Rio Granpe.—An officer writes that work is 
now under way by the C. H. Sharp Contracting Co., Kansas 
City, Mo., on a branch from Brady, Tex., southwest to Menard- 
ville, 40 miles. Track has been laid on 12 miles. The line will 
carry live stock, cotton and merchandise. (Oct. 22, p. 777.) 


Hocxinc VaLitey.—Plans are to be carried out for provid- 
ing a direct physical connection between this road and the 
Chesapeake & Ohio. This is to be accomplished either by the 
extension of the present 18-mile Wellston & Jackson belt branch 
of the Hocking Valley, from Jackson, Ohio, southwest to a 
point about six miles east of South Portsmouth, Ky., on the 
Chesapeake & Ohio, 30 miles, or by the use of trackage rights 
on the Cincinnati, Hamilton & Dayton for 20 miles from Well- 
ston, on the same branch of the Hocking Valley, to Gallia, and 
the construction from that place of 40 miles of line south to 
the Chesapeake & Ohio at Huntington, W. Va. In both cases 
a bridge will have to be built over the Ohio river. Construc- 
tion work is to be started as soon as the company is able to 
finance the project. The new line will shorten the distance for 
the Chesapeake & Ohio about 70 miles on eastbound freight 
from the coal fields in Kentucky and West Virginia. 


Hupson & Manuatran.—The New York Public Service 
Commission, First district, has extended the time to April 28, 
1911, for beginning work on the extension of the Hudson & 
Manhattan subway from Thirty-third street and Sixth avenue to 
Forty-second street and Lexington avenue, in the borough of 
Manhattan, New York. 


LirtLe KanAwHA.—See West Virginia Roads. 
MoNoNGAHELA RatLtroap.—See West Virginia Roads. 


NationaL Raitways or Mexico.—According to press reports 
G. Palmer, representing the National Railways of Mexico, has 
entered into a contract with officials of the state of Durango 
to build from Gutierrez, Zacatecas, northwest to Durango, in 
the state of the same name, about 175 miles. The line will pass 
through the mining districts of Sombrerete and Chalchihuites. 


New Yorx, New Haven & Harrtrorp.—The report of this 
company for the year ended June 30, 1910, shows that the six- 
track construction on the Harlem River & Port Chester has been 
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finished. The construction of double-track between Hawley- 
ville, Conn., and Shelton is under way on the section between 
Hawleyville and Botsford. The elimination of grade crossings 
and change of line on about one mile at Brookfield Junction 
is under construction, and it is expected will be finished before 
the end of the year. All work in connection with the New 
Haven cut and trolley viaduct has been finished, and the new 
facilities are in operation. A new highway bridge is under con- 
struction at Humphrey street which should be finished during 
the year. Improvements in and near Waterbury, including new 
main line tracks, new passenger station and freight facilities, 
also new engine and coaling facilities and a machine shop have 
been finished and are now in service. Double-track work is 
under way from Waterbury to Bristol, and this work will prob- 
ably be finished before the end of the year. About 75 per cent. 
of the work on the tunnel at Terryville is finished. Stone bal- 
lasting on the main line between Niantic, Conn., and Back Bay, 
Mass., has been finished on about 15 miles, and the work is 
progressing satisfactorily. The company’s part of the work in 
connection with the elimination of grade crossings in Worcester, 
Mass., is under contract; the amount of work yet to be done 
will be finished in about six months. The improvements in- 
clude an express building and the reconstruction of the viaduct 
connecting the N. Y., N. H. & H. and Boston & Maine rail- 
ways; about 60 per cent. of the work in connection with the 
elimination of grade crossings has been finished. Second-track 
from Walpole to South Framingham, including double-track Y 
at Medford Junction, and automatic signals, is under construc- 
tion. Satisfactory progress is being made on the elimination of 
grade crossings in Boston from Harrison square to Neponset, 
and the company's part of the work in connection with the ex- 
tensive changes made by the city of Boston in extending North- 
efn avenue has been completed. Work is under way on the 
elimination of grade crossings in Lowell at Lincoln and Plain 
streets. Work has been finished on the elimination of grade 
crossings at Fairmont. The number of grade crossings elimi- 
rated during the year was 32, of which 30 were in Connecticut 
and two in Massachusetts. Single-phase electrification in the 
vicinity of Glenbrook, Conn., has been finished on 6,000 ft. of 
four and six tracks, and similar work is to be carried out on 
the Harlem River branch and the line from Stamford, Conn., 
to New Haven. Surveys have been made for the electrification 
of the main line and yards on the Harlem River branch, and 
for the electrification of the main line between Stamford and 
New Haven. New passenger stations, freight houses and in- 
creased facilities have been carried out during the year at 
various places and similar work is under way at a number of 
other places. Bridge repairs, renewals and strengthening of 
bridges to permit the operation of heavier rolling stock was also 
carried out. (See report of this company elsewhere is these 
columns. ) 


Nueces River Vattey.—An officer writes that contracts are 
to be let at once to build from Beeville, Tex., west via Clare- 
ville, Simmons City, Tilden, Cotulla and Carrizo Springs to 
Eagle Pass, about 180 miles. Maximum grades will be 1 per 
cerit., maximum curvature 2 degs. The plans call for building 
three steel bridges, a roundhouse, turntable, machine shops and 
buildings for general offices. The line will carry coal, live stock, 
wood, quarry preducts, cotton and grain. W. A. Frisby, presi- 
dent; G. A. Hull, consulting engineer, Beeville. (Oct. 7, p. 671.) 


Orecon & Wasatncton.—The last wall of earth separating 
the two forces of men working toward the center from the 
north and south ends of the 5,425-ft. tunnel at Portland, Ore., 
was broken through recently. The work has. been under way 
since August, 1909. 


Orrawa, Ripeau VALLEY & BrockviLLe.—This company is said 
to have started construction work from a point near Ottawa, 
Ont., south to Brockville, about 60 miles. A. Haydon, president; 
ID. H. MacLean, vice-president, Ottawa. (June 24, p. 1813.) 


PensacoLa, Mospite & New Orteans.—An officer writes that 
the company will carry out with its own men the work on the 
trestle over the Apalachee river on the line under construction 
from Pensacola, Fla., northwest to Mobile, Ala., 60 miles. Con- 
tracts will be let in about six months for the draw and fixed 
spans of the bridge to be built in connection with the trestle. 
Grading work is now under way and it is expected will be fin- 
ished by the end of 1910. (Sept. 2, p. 440.) 
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PENNSYLVANIA RarLroap.—See West Virginia Roads. 
PHOENIX & Eastern.—See Southern Pacific. 


Roanoke & Mr. Airy SourHerN.—An officer writes that it 
has not yet been decided when contracts are to be let for build- 
ing from Roanoke, Va., southwest via Airpoint and Floyd to 
Mt. Airy, N. C., about 90 miles. The proposed line will cross 
the mountains on an easy grade. A. L. Siebert, president, 
Roanoke. 


St. Paut Raitway Promotion Co.—Organized in Minnesota 
to build an electric line from St. Paul, Minn., south via North- 
field to Fairbault, thence west to Mankato, 90 miles. The work 
is to be carried out during 1911. Engineers are now at work 
on the location. Kay Alexander, Merchants hotel, St. Paul, 
is back of the project. W. L. Sountag, general manager, St. 
Paul. 


St. Louis SourHwEsTERN.—The report of this company for 
the year ended June 30, 1910, shows that a number of addi- 
tions and betterments were carried out during the year, includ- 
ing increased terminal facilities, new freight and passenger sta- 
tions, also team and yard tracks at Argenta, Ark., and plans 
have been made for additional terminal facilities at that place, 
for which grading work is now under way. The bank protec- 
tion work at the Red river, where a bridge crosses at Garland 
City, Ark., has been finished, and the work of renewing the 
bridge over the Arkansas river at Rob Roy is in progress. 
The piers and abutments have been completed and material for 
the superstructure received. This will be erected as soon as 
possible. The work of ditching and widening embankments on 
the Little Rock and Shreveport branches, which was temporarily 
suspended during the current year, has since the close of the 
year been resumed. Improvements between Mount Pleasant, 
Tex., and Fort Worth have been continued during the year, 
summits have been cut and the material thus secured was used 
to raise and widen embankments in overflow bottoms. Surveys 
and plans have been made in connection with improvements as 
follows: Passenger and freight stations at Texarkana, Tex.; 
‘motive power yard at Tyler and coaling stations at Lufkin and 
Addison. Subject to ratification by the stockholders, the com- 
pany has secured control of the Central Arkansas & Eastern, 
now in operation for 9.5 miles from England, Lonoke county. 
Ark., to McGregor. An extension is being built from McGregor 
to Stuttgart, 13.5 miles, and a further extension is to be built 
from a point near Stuttgart in a northerly direction, about 17 
miles. The line and extensions will pass through a virgin forest 
of fine timber, and a good agricultural country, producing cot- 
ton and rice in abundance. Similar control has been secured 
of the Stephenville North & South Texas, which operates a 
line from Stephenville, Erath county, Tex., to Hamilton, 42.61 
miles. An extension of this line is being built from Hamilton 
to Gatesville, in Coryell county, about 32 miles, where connec- 
tion is to be made with the St. Louis Southwestern of Texas. 
Another extension is also under construction from Hamilton to 
Comanche, Comanche county, about 35 miles, and a third ex- 
tension is contemplated from Stephenville to Thurber, Erath 
county, about 26 miles, which will afford access to the coal fields 
in that vicinity. The Stephenville line traverses a fertile coun- 
try producing cotton and grain. 


SouTHERN Paciric.—Track is now being laid on a section 
of nine miles of the completed roadbed of the Phoenix & 
Eastern from Winkelman, Ariz., northeast to Christmas. This 
forms the first link of the proposed connecting line between 
Winkelman, on the Phoenix & Eastern, and San Carlos, on the 
Gila Valley, Globe & Northern. 

Work will soon be started on a line, it is said, from Marsh- 
field, Ore., south to Eureka, Cal. 


West Vircinta Roapvs.—The large coal fields in West Vir- 
ginia controlled by the Little Kanawha Syndicate are to be de- 
veloped. The plans call for building a line from Fairmont, W. 
Va., northeast along the Monongahela river to the Pennsylvania 
state line, where the new line is to meet a projected extension 
of the Monongahela Railroad. The Monongahela Railroad is 
controlled by the Pittsburgh & Lake Erie and the Pennsylvania 
Railroad. In addition to the construction of new lines a bridge 


will have to be built over the Monongahela river. 


AGE GAZETTE. 








Voi. 49, No. 16. 








Railway Financial News. 


DELAWARE, LACKAWANNA & WESTERN.—The New Jersey Public 
Utility Commission has refused permission to the Newark & 
Bloomfield, a subsidiary of the Lackawanna, to increase its 
capital stock from $30,000 to $160,000. The refusal is based 
on the allegation that the company between September 6 and 
September 20 issued seven shares of stock without making 
the proper application or obtaining the approval of the com- 
mission. 





Denver, NoRTHWESTERN & Paciric.—O’Connor & Kahler, New 
York, are offering $140,000 5 per cent. locomotive equipment 
trust notes, guaranteed by the American Locomotive Co., 
dated August 1, 1910, and maturing $10,000 quarterly begin- 
ning 1912 at par. These notes are part of an issue of $348,609 
secured on 20 locomotives. 


DututH & NortH Minnesota.—See Manistique Railway. 


DunkIRK, ALLEGHENY VALLEY & PittspurcH.—This company 
has asked permission of the New York Public Service Com- 
mission, Second district, to make a mortgage securing $5,000,- 
000 4% per cent. 50-year bonds, and has asked permission to 
modify its lease to the New York Central & Hudson River. 


ILANCASTER, Oxrorp & SouTHERN.—The company is unable to pay 
the semi-annual interest due October 1 on $200,000 5 per cent. 
bonds. The road is a narrow-gage line running from Quarry- 
ville, Pa., to Peach Bottom, 28 miles. 


Manistigue Rattway.—The road which runs from Grand 
Marass, Mich., to Seney, 54 miles, has been sold under fore- 
closure to John Millen, vice-president and general manager 
ef the Duluth & North Minnesota, who is said to represent 
the bondholders. 


Minneapolis & St. Louis.—F. M. Tompkins and A. C. Doan 
have been elected directors, succeeding F. E. Palmer, resigned, 
and L. C. Weir, deceased. 


NaTIONAL Raitways or Mexico.—The stockholders have author- 
ized the directors to deciare an extra dividend of 1 per cent. 
on the $28,830,200 non-cumulative 4 per cent. preferred stock, 
payable at their option. This is done to bring the dividend 
payable out of the earnings of the fiscal year ended June 30, 
1910, up to 4 per cent., the previous dividends being 2 per 
cent. in August and 1 per cent. in February. From 1908 to 
August, 1909, dividends were paid at the rate of 2 per cent. 
annually. 


Newport & RicHrorp.—The company has sold to Lee, Higginson 
& Co., Boston, a new issue of $350,000 first mortgage 5 per 
cent. bonds of 1911-1941. The proceeds of these bonds are 
to be used to refund $350,000 first mortgage 5 per cent. bonds 
due January 1, 1911. The road is part of the Canadian Pacific 
system and runs from Newport, Vt., to the Canadian line, 
21 miles, and has been operated under lease by the Montreal 
& Atlantic, which in turn is operated by the Canadian Pacific. 


Paciric & Eastern.—It is said that holders of $300,000 first 
mortgage 6 per cent. bonds outstanding have received offers 
recently for their bonds at 80, the offers being made by Hill 
interests. 


PENNSYLVANIA ComMPpANYy.—There have been called for redemp- 
tion on Nov. 1, 1910, $1,334,000 certificates of the 3% per cent. 
loan of 1901, maturing November 1, 1916, but callable at the 
option of the railway company in 1910. 

See Pittsburgh, Wheeling & Kentucky. 

PitrspurGH, WHEELING & Kentucky.—The directors have de- 
clared a dividend of 3 per cent. out of profits and a special 
dividend of 3 per cent. out of accumulated surplus. The road 
runs from Wheeling Junction, W. Va., to Benwood, 28 miles, 
and is operated by the Pittsburgh, Cincinnati, Chicago & St. 
Louis. Of the $501,250 stock issued, $255,300 is owned by the 
Pennsylvania Company. 

TENNESSEE CENTRAL.—Eben Richards has been elected chairman 
of the board of directors, succeeding S. M. Felton; and H. 
B. Chamberlain has’ been elected a director. 

Youncstown & Onto River.—An initial dividend of three-quar- 
ters of 1 per cent. has been declared, payable October 1, on 
the $1,000,000 preferred stock, cumulative after July 1, 1913. 
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The Isthmian Canal Commission will receive bids until Octo- 


ber 31 for reinforcing steel bars. (Cir. No. 609.) 


J. F. Mingea, assistant purchasing agent of the Hicks Car & 
Lecomotive Works, Chicago, has taken a position with the Hall 
& Sisson Lumber Company, Chicago. 


Burton W. Mudge & Company, Chicago, announce the elec- 
tion of Robert D. Sinclair as secretary and treasurer. Mr. Sin- 
clair has held a responsible position with the First National 
Bank of Chicago for a number of years. 


The United Electric Apparatus Company, formerly at 200 


‘Summer street, Boston, Mass., has secured new quarters at 


1529-1533 Columbus avenue and 200-204 Center street, occupy- 
ing the entire building. In March last this company suffered 
a serious fire, so much so that an entire new equipment and 
location was necessary. The new building is equipped with 
modern machinery for manufacturing the different forms of 
electric apparatus with which the name of A. A. Ziegler has 
long been associated. 


The Strauss Bascule & Concrete Bridge Company, Chicago, 
announces that it has abandoned concrete work and that the 
company’s name has been changed accordingly -to the Strauss 
Bascule Bridge Company. The bascule bridge department has 
grown to such an extent that it not only requires the entire 
organization of the company to handle it, but it has been found 
necessary to enlarge the force in order to serve its clients. 
Railway bridges are now under way for the Peoria & Pekin 
Union, the Chicago & Western Indiana, the National Trans- 
continental, the Northern Pacific, three for the Erie, four for 
the Department of Railways and Canals of Canada, two for the 
Canadian Northern, the Baltimore & Ohio, the New York Cen- 
tral Lines, the New York, New Haven & Hartford, the Cana- 
dian Pacific, the Grand Trunk Pacific and others, making a 
total of 20. The company is now issuing its third bulletin, 
which will be sent on application. 


James E. Minor, whose death was noticed in these columns 
last week, was born October 12, 1843, in New York City. At 
eleven years of age he went to work in a screw shop of Russell, 
Birdsall & Ward, Pem- 
broke, Mass., where he 
remained until the hard 
times of 1857, when he 
was one of the many 
who were dropped at 
that time. The necessi- 
ties of his family were 
such that during the 
winter he took the only 
obtainable work, general 
clerking in the village 
tavern, at 50 cents a 
day. He was thus em- 
ployed for six months, 
and then obtained a 
position in a hat and 
tailoring store, Shortly 
before his sixteenth 
birthday, he went to fir- 
ing on the old New 
York & New Raven 
road from Port Chester 
to New York. He re- 
mained with this road 
and its successors as fireman and engineer until April, 1881, 
when he resigned to take the position of chief engineer for 
Bradley & Hubbard Company, Meriden, Conn., remaining with 
them about 15 months and leaving to go to the Nathan Manu- 
facturing Company early in the year 1883, where he remained 
actively engaged in business up to the time of his death. 

At the first call for troops by President Lincoln, he enlisted 
in a Rochester company and was appointed second lieutenant. 
His mother was informed of the fact and went before the re- 





James E. Minor. 


Supply Crade Section. 





cruiting officer at the last minute, and he was refused, because 
of his being her sole support. 


The stockholders of the Union Switch & Signal Company, 
Swissvale, Pa., have been notified of a special meeting to be held 
December 14 to vote on increasing the capital stock of the cor- 
poration from $2,500,000 to $5,000,000. Approval of the proposed 
increase will be followed by the declaration of a 60 per cent. 
stock dividend out of the new stock, which will be distributed 
to stockholders, both common and preferred, pro rata, and out 
of the remaining 40 per cent. of the new increase, the directors 
will issue from time to time for sale sufficient to increase the 
working capital to meet the increased demands of the company. 
The present capital is divided into $500,000 preferred and $2,000,- 
000 common, on both of which there has been regularly paid 12 
per cent, dividends each year. The new issue of stock proposed 
will be all common, and will be paid out alike to stockholders 
of both preferred and common. The proposed stock dividend is 
based on the actual gain in business of the company, and has 
more than been earned. 


Following is a comparative statement of the income account 
of the Lackawanna Steel Company, New York, for the quarter 
ended September 30: 














1910. Changes. 
Income from: mfg. and Opet se 6.66 oicss 606 oscecioe $1,251,150 Dec. $109,541 
Emcome from) invests.,. €tO.< .ieccceiceeaderess 189,000 Inc. 108,540 
Oe Pn ee $1,440,150 Dec. $1,002 
Teterest on Wonds and noteSeiccciciceicccoasccs 437,500 Inc. 30,625 
PE Fao OP aR a kha ae Ped ke clan ala tees $1,002,650 Dec. $31,627 
VIN INEE PC RURICIS (a 6s 306 2.069 NG's wR SSRN eae 101,656 Ine. 2,562 
PIREEOOL (QE TOME WANS < <.6 sce occ :sicdisteraw ssalew agteiers 308,638 Dec. 39,946 
TEGtEs GOAGOTIOOS ects Stine saweemee ens $410,294 Dec. $37,383 
MMT Do: 5: 0.8015: alaicieree ais aera eree emer ee $592,356 Inc. $5,757 
ngiied armere (ar. fONE) i. o's cisicccececcecvaces 261,931 Dec. 144,981 
From Jan. 1 to Sept. 30: 
Income from mig; and Opel. .2iccicicscsccedvcice $4,021,493 Inc. $1,895,269 
PeGCGMe LvGW ANVEsts, CC. coc ccc eccedccccsaess 867,000 Inc. 625,619 
TI TiN oh 55, crane 6 ale a aveavewiaiw ee dace ereds $4,888,493 Inc. $2,520,887 
Interest on bonds and notes ..........ccceceee 1,292,083 Inc. 92,708 
NN co Dasa Weed a cenwetnidcesdeaeeses $3,596,410 Inc. $2,428,179 
SE MNNN AE TINO 6.470) 5's ia'd'n: cia arbi a lalaid'e}6/ do Sieid\ wae 293,270 Inc. 52,954 
DIQRPOCe SHE LENEWANS 5 c.c dsc esinsecncedeced sie 1,016,804 Inc. 184,860 
OPA UM RCNINOE  o6 cctacncicanneaawnweas $1,310,074 Inc. $237,814 
EL EE ECE CT OCTET CCE REE OO $2,286,335 Inc. $2,190,365 
istiea Grders: Cat. TONG) coe o.cs'caiidscicwaaenes’s 261,981 Dec. 144,931 





TRADE PUBLICATIONS. 





Denver & Rio Grande.—The latest publication of the pas- 
senger department of the Denver & Rio Grande is a folder 
on “The Lands of Utah.” It contains 24 pages of interesting 
descriptive matter, two full-page maps and numerous photo- 
graphs. 


Locomotive Superheaters—“The Generation and Use of 
Superheaied Steam in Locomotives” is the subject of a catalogue 
just issued by the Locomotive Superheater Company, New York 
Illustrations of several well-known types of superheaters are 
given, along with complete descriptions. 


Mississippi Central—A folder issued by the Mississippi Cen- 
tral gives considerable information about the new railway which 
has been built from Natchez, Miss., to Hattiesburg. Data con- 
cerning the principal towns, the climate and the industrial con- 
ditions is given, in addition to timetables and rates. 


Denver & Rio Grande—This road has issued a new time- 
table giving descriptive notes regarding points of interest, 
scenery, cities, etc., on its lines. The new folder is an improve- 
ment over previous ones, in that it contains a new coast to coast 
map of the Gould system, and also in the simple folding ar- 
rangement. 





RAILWAY STRUCTURES. 





BrEEvILLE, TEx.—See Nueces River Valley under Railway Con- 
struction. 
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Eriz, Pa—The preliminary report submitted by the consult- 
ing engineer for the city of Erie recommends that the proposed 
new union station be built on either Peach or State streets in 
Erie. Also that the tracks be elevated to a greater height than 
called for in the plans submitted by the railway companies in- 
terested. Detailed plans have not yet been prepared by the 
city authorities and no agreement has yet been reached with the 
railway companies. 


Fairmont, W. Va.—See Little Kanawha under Railway Con- 
struction. 


Huntincton, W. Va.—See Hocking Valley under Railway 
Construction. 


Larepo, TEx —The concrete foundations for the piers of the 
new bridge which the National Railways of Mexico is building 
over the Rio Grande at Laredo are now being put in. It will 
be several months before the bridge is finished and ready for 
use. The new structure will be stronger than the existing one. 
(Feb. 11, p. 332.) 


Los AnceELes, CaL.—The San Pedro, Los Angeles & Salt 
Lake is adding 600 ft. of new docks, 30 ft. wide, at San Pedro 
harbor, to accommodate its freight traffic. 


MempuHis, TENN.—See Chicago, Rock Island & Pacific under 
Railway Construction. 


Mosilte, ALta.—See Pensacola, Mobile & New Orleans under 
Railway Construction. 


Prince Rupert, B. C.—An officer of the Grand Trunk Pacific 
writes that in addition to the contract which was given to Foley, 
Welch & Stewart for grading the G. T. P. from Prince Rupert, 
B. C., east to Alderemere, the same firm has a contract for the 
construction of the substructures of all permanent bridges be- 
tween these places. Work will be started this winter on the 
substructure of the bridge crossing the Skeena river. 


Princeton, lnp.—The Southern Railway machine shop, engine 
and boiler houses were burned October 8, the total loss being 
estimated at $200,000. 


SACRAMENTO, CaL—Work has been started by the Missouri 
Valley Bridge Co. on the concrete piers for the drawbridge to 
be built over the Sacramento river for the Northern Electric. 
(Aug. 5, p. 265.) 

Sr, Louis, Mo.—The Terminal Association has let the con- 
tract for building a new passenger station at Washington 
avenue to the Fruin-Colnan Construction Co. The station will 
be located at the end of the Eads bridge and will serve many 
passengers who desire to leave the train in the downtown dis- 
trict. The building will be of brick, terra cotta, steel and con- 
crete. It will be 46 ft. x 66 ft. and will be five stories high. 


Sunsury, Pa.—The Sunbury & Selingsgrove has plans made 
for putting up a bridge over the north branch of the Susque- 
hanna river on an extension to be built to Northumberland. 





FOREIGN RAILWAY NOTES. 

A railway concession has been granted to a Sonora, Mex., bank- 
ing association for a line from Kino bay, on the Gulf of Califor- 
nia, through Hermosillo, to Ures. The concession is for 99 years, 
and calls for the completion of 25 miles of the railway within 18 
months, and the remainder within four years. The same con- 

essionaires have asked for a supplementary concession to extend 
this line north from Ures, Sonora, through Arizpe, to Agua 
Prieta on the international line. 


The receipts and expenses of the Paraguay Central Railway 
for the last six months of 1909 were as follows: Gross re- 
ceipts, $222,818; operating expenses, $112,655; net receipts, $110,- 
163, against $84,049 net receipts for the same half year in 1908. 
The passengers carried over the line and the receipts therefrom, 
278,959 and $74,769, respectively, were somewhat less than in 
1908. The freight receipts, however, $331,822, were much larger 
than in 1908. The main cause of the increase in freight receipts 
was in the freight on timber in logs, which showed an increase 
of more than 100 per cent. Other satisfactory increases were 
in sleepers, oranges, yerba maté and tobacco. Live-stock traffic, 
though still small in amount, continues to advance and shows 
100 per cent. increase. 





RAILWAY AGE GAZETTE. 


Late News. 





Vor. 49, No. 16. 





The items in this column.were received after the classified 
departments were closed. 





R. D. Williams has been appointed general agent of the Erie 
Despatch, with office at Los Angeles, Cal. succeeding C. E. 
Smith, resigned. 

Mortimer L. Schiff, of Kuhn, Loeb & Co., New York, has 
been elected a director of the Union Pacific, succeeding P. A. 
Valentine, resigned. 


Argument for the defense in the Harriman merger case was 
opened by Peter F. Dunne, of Harriman counsel, with a con- 
densed view of the whole case. 


I. H. Luke, superintendent of the First division of the Denver 
& Rio Grande at Pueblo, Colo., has been appointed general 
manager of the Missouri, Oklahoma & Gulf, with office at Mus- 
kogee, Okla. 

Announcement has been made that an increase of wages for 
locomotive enginemen and firemen on the Pennsylvania lines in 
Pennsylvania had been granted. The increase will be about 10 
per cent., not including the increase of 6 per cent. announced 
in April. It is understood that it will date from June 1. 


Despatches from Japan say that the Toyo Kisen Kaisha, 
under an agreement with the Western Pacific, has contracted 
to start soon a direct steamship line from Yokohama to San 
Francisco, omitting the call at Honolulu. It is expected that 
an 11-day trip will be the result. It is purposed to put two new 
boats in this service. 


Counsel for the Interstate Commerce Commission has an- 
nounced that an immediate appeal will be taken to the United 
States Supreme Court in the Pacific coast lumber rate cases, 
decided Monday by the United States Circuit Court at St. Paul 
in favor of the railways. A motion to advance for early argu- 
ment will be made as soon as the case is docketed. 


The Florida Citrus Exchange, representing the orange growers 
of Florida, has brought suit against the Atlantic Coast Line to 
compel the enforcement of that section of the Interstate Com- 
merce act which makes it the absolute duty of the initial carrier 
to be responsible to the shipper for any damage to goods in 
transit, whether such damage occurred on the lines of the initial 
carrier or those of a subsequent one. 


The generai strike of railway employees on the French rail- 
ways mentioned elsewhere was voted for on October 12 and 
15, and the first day of the strike ended without either side 
giving way. The government after considering the question of 
indicting the leaders of the strike for plotting against the in- 
ternal safety of the state abandoned the idea as too compli- 
cated. It would involve the Senate’s sitting as a high court 
of justice. It is considered that the common law is sufficient 
to punish with penal servitude or even death those guilty of 
rendering railway traffic dangerous to life. Fifty warrants have 
been issued, 22 in Paris and the rest in the provinces, against 
the chief instigators of the movement. The Official journal 
publishes a decree calling by name for military service with the 
colors for 21 days the officials of the employees’ unions for the 
Western, Eastern, Paris, Lyons & Mediterranean and Paris- 
Orleans railway. 

The annual meeting of the Railway Signal Association began 
October 11. The attendance was one of the largest in the his- 
tory of the association, amounting to about 400, including 
women. At the end of the second day the committee reports 
had been discussed according to the program, but all action 
dealt with details only. The proposed amendments to the con- 
stitution were discussed but not voted on; decision must be 
by letter ballot. A proposal to have annual meetings henceforth 
in March and always in Chicago informally presented by the 
executive committee without recommendations was unanimously 
rejected. Officers elected for the ensuing year are: President, 
C. E. Denny (Lake Shore) ; second vice-president, B. H. Mann 
(Missouri Pacific); secretary, C. C. Rosenberg; eastern mem- 
ber executive committee, F. P. Patemall (Baltimore & Ohio), 
and western member executive committee, A. G. Shaver. The 
meeting next year will probably be at Colorado Springs, that 
being the first choice of the nominating committee and being 
generally favored. 














OcrosBer 14, 1910. 


A. Hale addressed the monthly meeting of the Traffic Club 
of Chicago, on October 11, on the car situation. He said that 
statistics show a car shortage now larger than last year. The 
surplus is smaller and the only reason that there is not now a 
big car shortage is that now the railways are handling cars 
better than last year. The situation may get much worse, but 
figures show that better use will be made this fall of the avail- 
able car supply than ever before. This is due to increased 
terminal and other facilities and to the raise in the per diem 
rate. The average movement of cars is two or three miles per 
day more than last year. Uniform demurrage rules and co- 
operation between industries have helped to improve condi- 
tions. Mr. Hale said that the present arrangement is not fair to 
car owner and some better method must be devised to pro- 
tect him. Uniform rules are not perfect. To allow each shipper 
48 hours or more is to give him no incentive to unload in less 
time. Mr. Hale thinks some arrangement should be made by 
which an industry that releases cars in less than 24 hours should 
be rewarded in some form of money payment. He expressed 
fear that sooner or later a general shortage would be brought 
about owing to present public policy regarding railways. 


President James McCrea, of the Pennsylvania Railroad, on 
examination before the Interstate Commerce Commission, pre- 
sented a prepared argument on the application of eastern rail- 
ways for higher freight rates. Mr. McCrea showed that the 
Pennsylvania has spent more than $500,000,000 in improvements 
and new construction in the last ten years, and that on the 
money invested in these improvements a very small return is 
possible under existing conditions. Mr. McCrea said in part: 

The Pennsylvania Lines East of Pittsburgh have cost very 
much more than the capitalization represents. On that capi- 
talization it has never paid more than a fair return; less, in 
fact, than most other characters of investment, such as manu- 
facturing, mining and agriculture. The results of constant in- 
creases in its business have been distributed either through re- 
ductions in rates, increases in amounts paid for wages and 
material, or by reinvestments in the property not capitalized. 
It has always been typical of good and constantly improved serv- 
ice—in fact, the character of service which, if I understand the 
American people, they desire perpetuated and improved. A rail- 
way system of this character so capitalized and rendering a 
service which is not only of the highest character, but satis- 
factory to the public and to its patrons, deriving as it did in 
the year 1909 net earnings to the amount of but 5.01 per cent. 
of the amount actually invested in the property, it is difficult 
for me to understand how a system of rates which secures such 
results can be regarded as on too high a basis. 

Earnings after the payment of interest and dividends, Mr. 
McCrea continued, have been put back into the property to the 
amount of $12,000,000 a year on the average for the last ten 
years. Since the passage of the Interstate Commerce law in 
1887, $262,000,000 had been thus expended. The necessity of 
such expenditures as well as the ability of the company to make 
them Mr. McCrea explained as follows: 

In my judgment it would be wholly unsafe to assume that 
the company will as the result of the growth of its business be 
enabled to recoup itself for the depletion in its surplus revenue 
which is certain to result from a continuance of the present 
operating cost. Under these conditions I feel that it is essen- 
tial in the interest of the public and of shippers, as well as of 
the railway company itself, that it should be permitted to secure 
through an advance in rates the amount which represents its 
additional outlay on account of the advance in wages in order 
that its surplus earnings may continue at approximately the rate 
at which they have been running in the past. It will require 
the expenditure of more than these surplus earnings to enable 
the company to keep pace with the demands of the public and 
of its shippers and unquestionably additional capital must be 
secured in the future. If we are to obtain this we must not 
only be in a position to make a fair return on it, but we must 
be able to show a margin of safety in our earnings. 

Based on my railway knowledge and experience I believe 
that, generally speaking, that which I have said in regard to 
the Pennsylvania Railroad as to the necessity for the rate ad- 
vance is equally true of almost all railways in the United States 
—certainly those which are conservatively managed and which 
are endeavoring to give the public such a service as they have a 
right to expect. 
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Equipment and Supplies, 





LOCOMOTIVE BUILDING. 


The Chesapeake & Ohio has ordered 24 Mallet locomotives 
from the American Locomotive Company. 


The Midi Railway, France, has ordered one electric freight 
locomotive from the French Westinghouse Company, for freight 
service. 


The Belt Line of Chicago is considering ordering 10 switching 
locomotives, but the details and specifications have not as yet 
been issued. 





CAR BUILDING. 





The Canadian Pacific is in the market for 50 tank cars. 
The Boston Elevated is in the market for 100 passenger cars. 


The Norfolk & Western is in the market for 500 fifty-ton 
hopper cars. 


The Petroleum Iron Works Company, Sharon, Pa., is in the 
market for 50 tank cars. 


The Delaware, Lackawanna & Western is in the market for 
500 box and 500 hopper cars. ‘ 


The Cold Blast Transportation Company has ordered 400 steel 
underframe, 25-ton, beef cars from Haskell & Barker. 


The Midi Railway, France, has ordered 30 double-truck elec- 
tric motor coaches from the French Westinghouse Company. 


The San Antonio & Aransas Pass, as reported in the Railway 
Age Gazette of September 23, has ordered four combination mail 
and passenger cars, two each from the Hicks Locomotive & Car 
Works and the American Car & Foundry Company. These cars 
will be 69 ft. 4 in. long, 9 ft. 3% in. wide and 6 ft. 91% in. high, 
inside measurements; and 75 ft. 6 in. long, 10 ft. 4% in. wide 
and 14 ft. 2 in. high, over all. The bodies will be of wood and 
the underframes of stee!. The special equipment will include: 


PIGUMIORE HOGS 5 Se sre he ts:0 2: c.ersind ceclawesi@eeseeeesees .+- Steel 
TROIMEEES, STUCK os nccaccicceeweweseceeccedwecdwees Cast steel 
ONUN oon at cia s oes welidewesecdnanes ceees Westinghouse 
TOME IONI oie oc a:4o 0:4 wa.6sn cae ee welts celeie.ee Diamond special 
PIES GS scac cote cnnescctvcetneecsemenwe 20-Ib. steel back 
ee 6 oa cE Occ sid Ue kgnede Meewecwises Chicago diagonal 
CRs on aia <n wk care re ea awenaoussesenes _++.. Simplex 
CRE TUONO io oo as-cast ecctcaseneces Curtain Supply Co. 
CEN MROUEAD G85 6.0:d56-0-0. 00a CO acse eRwewa banaue Pantasote 
DMB ance tcasewecs ir enwecececegeteres Miner friction 
DIMERS RMALOR Se 6i. creme cudeeerenseobenietedameateleun Security 
Heating system .......... Safety Car Heating & Lighting Co. 
INIT NERO Oc caal vec c ceca uke daadlanimeeecas Symington 
IN EEE 9c core's: cael gaia Stance da qoaees Pintsch mantle lamps 
MMR eta | ra accra dard Gas, case Sala aeans Murphy Varnish Co. 
Pe PORTE Pee re Steel for wide vestibules 
pS Pee rere ee faoeunadanedeee Canvas covered 
Ee eer ere Cr eee Miner gravity 
Cr POP ERE TOC eer rrr Four-tread malleable iron 
MINI iar.c ac ata che get e:dléra dia’ eobw-4 Wig <%.a'0\0/ 0 ha eae a emaaia Six-wheel 
i ET OCT CC ere errr rere Pullman type 
AIR EEREs CPI Aas NN ASIEIOe «ns tons ta cme, sheaiangahearaselalaratacriars Ajax 
Vestibule trap doors..Nat’l steel drop door and lifting device 
WGOIY ook ota See 38-in. steel-tired, Standard Steel Works Co. 
WEROW HRRERES ao cea hiciccsadacese bined O. M. Edwards 





MACHINERY AND TOOLS.’ 





The Lake Shore & Michigan Southern is in the market for a 
6-ft. plain radial drill. 


The Commissioners of the Transcontinental Railway, P. E. 
Kyan, secretary, Ottawa, Can., will receive bids, until October 
18, for machinery required for the equipment of a roundhouse 
at Lake Superior Junction, Ont. Plans and specifications may 
be seen at the office of G. Grant, chief engineer, Ottawa, and 
of S. R. Paulin, district engineer, St. Boniface, Man. 
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The Delaware, Lackawanna & Western has recently purchased 
the following machine tools for its mines department shop: 


Prentice 14-in. x 6-ft. lathe, Fairbanks, Morse & Co., New York. 

Prentice, 16-in. x 14-ft. lathe, Fairbanks, Morse & Co., New York. 

Prentice 18-in. x 16-ft. lathe, Fairbanks, Morse & Co., New York. 

25-in. x 18-ft. lathe, Niles-Bement-Pond Co., New York. 

27-in. x 16-ft. lathe, Niles-Bement-Pond Co., New York. 

Le Blond 33-in. x 16-ft, lathe, Niles-Bement-Pond Co., New York. 

80-in. x 25-ft. shafting lathe, Niles-Bement-Pond Co., New York. 

54-in. x 54-in. x 16-ft. planer, Niles-Bement-Pond Co., New York. 

36-in. x 56-in. x 12-ft. heavy planer, Niles-Bement-Pond Co., New York. 

26-in. x 12-ft. double head shaper, Manning, Maxwell & Moore, New York. 

20-in. Gould & Eberhardt shaper, W. E. Shipley Mchy. Co., Philadelphia. 

«. Bullard vertical turret lathe, Bullard M. T. Works, Bridgeport, 
onn, 

No. 3A universal miller, Brown & Sharpe Mfg. Co. 

24-in. slotter, T. C. Dill Co., Philadelphia, Pa. 

51-in. standard boring mill, Bullard Machine Tool Works. 

60-in. vertical boring mill, Niles-Bement-Pond Co., New York. 

40-in. Bement drilling machine, Niles-Bement-Pond Co., New York. 

3-ft. Western radial drill, Hill, Clarke & Co., Boston, Mass. 

66-in. horizontal boring and drilling machine, Niles-Bement-Pond Co., 
New York. ; 

2-in. double head bolt cutter, Acme Machinery Co. 

48-in. radial drill, Hill, Clarke & Co. 

62-in. radial drill, Niles-Bement-Pond Co. 

No. 3 Rochester boring machine, W. E. Shipley Machinery Co. 

hydraulic shaft straightener, Logeman Bros., Milwaukee, Wis. 

Blount wet tool grinders, Manning, Maxwell & Moore. 

6-in. Pratt & Whitney centering machine, Niles-Bement-Pond Co. 
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IRON AND STEEL. 





The Cuba Railroad has ordered 1,000 tons of rails from the 
Pennsylvania Steel Company. 


The Atlantic Coast Line has ordered 15,000 tons of O. H. rails 
from the Tennessee Coal, Iron & Railroad Company. 


General Conditions in Steel—-The unfilled tonnage of the 
United States Stee] Corporation on September 30 was 3,158,106 
tons, which is a decrease of 379,022 tons. On August 31 it was 
2,537,128 tons; on July 31, 3,970,931; on June 30, 4,257,794 tons, 
and on Marchi 51, 5,402,514 tons. This unfilled business reflects 
the depression that has existed in the steel industry since the 
first of the year. Unless there is a resumption of buying dur- 
ing October, the unfilled tonnage will establish a new low record. 
The largest amount ever reported was on December 31, 1906, 
when 8,489,718 tons were on the books. 





SIGNALING. 





The Pennsylvania Railroad has installed an electro pneumatic 
interlocking plant at Conemaugh, Pa., 35 miles west of Altoona, 
to take the place of mechanical interlocking. The air pump is 
in the roundhouse. 


The Union Switch & Signal Company, Swissvale, Pa. and 
the General Railway Signal Company, Rochester, N. Y., have 
settled their patent litigation in such way that their respective 
customers shall be entirely exempt from danger of patent liti- 
gation for the automatic block signaling systems involving the 
distinctive current, on which the Struble patent has recently been 
broadly sustained in court. By the agreement entered into be- 
tween these companies, their customers may have the benefit not 
only of this broad principle in its original form, but in any of 
the forms represented by the numerous improvement patents 
up to the present time, including the Young patents. 





New Oil for Locomotive Headlights. 


To assist in meeting the demand for a headlight that would 
produce better illumination than the oil lamp at present in gen- 
eral use, the Galena-Signal Oil Company, Franklin, Pa., has in- 
troduced an improved headlight oil. This oil is known as Galena 
Railway Safety Oil “B.” 

Recent government tests made by the Bureau of Standards 
at Washington, D. C., show this oil to produce, with headlights 
of ordinary construction, a minimum of 1,800 cp., and with a 
headlight equipped with 16-in. optical lens—costing no more ini- 
tially than the ordinary reflector and much less for maintenance— 
a minimum of 2,400 cp. Exhaustive service tests were made 
on a large railway to prove its adaption to this use. The high 
fire test of this oil enables it to withstand the great heat gen- 


RAILWAY AGE GAZETTE. 





Vot. 49, No. 16. 





When 
an oil does become gaseous, it results in the consumption of 
much more oil than is necessary. 

The use of this oil should therefore eliminate the danger re- 
sulting from smoked chimneys, damaged reflectors and the fre- 
quent burning up of headlights, and reduce to a great extent 
the labor of caring for them. 


erated by headlight burners without becoming gaseous. 





The Cochran Pipe Wrench. 


The Cochran Pipe Wrench Mfg. Company, Chicago, is build- 
ing a new plant at 78th street and Woodlawn avenue to make 
Cochran pipe wrenches, which, for about two years, have been 
made by the Kiiborn & Bishop Company, New Haven, Conn. 
That company will continue to make the wrenches but, as it is 
unable to meet the demand, the new plant in Chicago is being 
built to increase the output. The strength of this wrench is 
obtained by using crucible and drop forged steel, the composi- 
tion of which is varied to give the greatest possible strength 
and wearing power in each part. The parts are designed to 
eliminate the usual unsatisfactory features of pipe wrenches. 
The weakest point in a pipe wrench is usually the connection 





Cochran Pipe Wrench. 


between the frame and handle. The Cochran wrench has a 
single casting serving the purpose of frame and handle, and a 
rocker set in the heavy guard of this casting forms a very 
strong pivot. The guard is made particularly heavy so that 
excessive strain on the handle cannot bend the parts and change 
the angle of the jaws and crush the pipe. This construction 
enables the wrench to stand a strong side pull, which is a severe 
test for the average wrench. The bend of the hook jaw, an- 
other common point for failure, has been strengthened by the 
addition of metal. An inserted jaw, made of special steel, is 
used, which allows removals of this wearing part. This piece 
is grooved into the main casting and is held in place by a pinion. 
The wrench cannot Ieck on the pipe and a reverse pull does 
no harm. The rocker casting has a tang which bears on a 
spring attached to the frame which furnishes the grip and re- 
lease. Another commendable feature is the opening in the 
handle below the inserted jaw, to allow dirt and scale to fall out. 





The Paraguay Central. 


Work on the extension of the Paraguay Central from Pirapo 
to Encarnacion, to connect with the Argentine railway system 
running to Buenos Aires, is progressing satisfactorily. Up to 
the end of December, 1909, 61 miles of earthworks had been 
completed and 39 miles of rails laid. The whole length of the 
extension is 77 miles. The only important item of work remain- 
ing to be done on this section is the erection of a 180-ft. steel 
span over the Tebicuari river and the completion of two station 
buildings, both of which are well advanced. It is expected that 
the extension will be finished before July, 1911. The 
investigations of the general manager of the railway for 
determining the quantity and character of the new rolling stock 
required for the road included a special mission to the United 
States. The result, however, was that orders for the whole new 
rolling stock, locomotives, passenger and freight cars, were 
placed in England. Special inquiry upon this point in the 
directors’ report brought out the fact that American freight cars 
are not considered suited to the requirements of service in a re- 
mote country like Paraguay, where facilities for repair are not 
complete. The criticism of American cars is that they are not 
of sufficiently solid construction to go through accidents with- 
out having to be taken to the well-equipped repair shops so ac- 
cessible to every American railway system. Another reason why 
the orders for new equipment were placed in England was that 
the English shops were short of work and were willing to make 
better terms of payment than could be obtained in the United 
States. 
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ANNUAL REPORTS. 


PERE MARQUETTE RAILWAY CO, 


Detroit, Mich., Sept. 14, 1910. 
Teo the Stockholders: 
The Board of Directors respectfully submit herewith their Report of 


the operations and affairs of the Pere Marquette Railroad Company for 
the fiscal year ended June 380, 1910. 








MILEAGE. 
June 30, June 80, Inc. +. 
: 1910. 1909. Dec. —. 
DEER OE TONE OWBAE Ss 6.5 iba Sahcaeed ese 1,807.26 1,812.19 —4.93 
Miles of Koaa Controlled... i.csiccceccccvcs 253.00 253.00 wane 
Leased and Trackage Rights. ....056060% 600. 304.62 304.53 + .09 
2,364.88 2,369.72 —4.84 
Less South Haven and Lawton Branch Leased 
to Kalamazoo, Lake Shore & Chicago Ry... 33.82 33.82 
Less Paw Paw Lake Branch leased to Benton 
Harbor & St. Joe Railway and Light Co... 2.72 —2.72 
Total Mileage Operated oie ovis cc sescsicces 2,328.34 2,335.90 —7.56 


The decrease of 7.56 miles as compared with June 30, 1909, is made up 
as follows: 


Decrease. 
Illinois-Indiana State Line to Pine, Ind., corrected................+. .03 
Coloma to Paw Paw Lake, Leased to B. H. & St. J. Ry. & L. Co.... 2.72 
Gerper Trane Cesc LAK UG cccccaeciseccsecssescsuseeses eas 4.93 
7.68 
Increase, 
16th St., Chicago, IIl., to Illinois-Indiana State Line, P. F. W. & 
ep ey A OUI sss ooo Lo Kia. Seas 1a cal due Riera, are WISTS W'S W'S! «a teeleseresc id 12 
Total Decrease in Mileage operated........cccccccocccccccces a 7.56 


The statistics and tables shown throughout this report include the oper- 
ations of, 
Pere Marquette Railroad Cumpany, 
The Lake Erie and Detroit River Railway Company. 





REVENUES AND EXPENSES. 

















WSperating:. Revbaies | 5.2.) sissies sad aN owe ee, | eaten as $16,542,271.49 
ODEESING TERRORS: vic6scoscisxewad'scaaaas se PULCOC CER A6 8 k0s-b esis 
WARNS cinaes ee oils hss Fo So aelad MESS RTOS TROOME AT  .. \asielvesieace 
— —— 12,454,483.53 
$4,087,787.96 
SRRIPHE Sick seu Nisa hice «sat al eeaasniiekesnws $2,924,665.06 ...eccoce 
MRSMRERE re taye icc toate ia Gs ate ses aan cao antaa aha CTG0GGEO a sinsiee's:s 
- 3,601,253.95 
486,534.01 
RO bier Meare tz shai eGauaratsi. @ a ariveraeleiara seuss jacdras $126,393.08 sre oie 
Hire of Equipment (Debit).............c008 pC) re 
1 _- *16,820.32 
Surplus.... $469,713.69 

* Decrease. 


COMPARATIVE STATEMENT OF REVENUES AND EXPENSES 
For the Fiscal Year Ended June 30, 1910, and June 30, 1909. 














; 1910. 1909. Inc, +. Dec. —. 
Operating Revenues .......... $16,542,271.49 $14,629,827.31 +$1,912,444.18 
Operating Expenses .......... 11,698,842.16 10,581,580.14 + 1,117,262.02 
Net Operating Revenues...... 4,843,429.33  4,048,247.17 + 795,182.16 
MI BRES ore c ire aclu tela ont vaeiale eo as ats 755,641.37 576,892.97 + 178,748.40 
Net Operating Income........ 4,087,787.96  3,471,354.20 + 616,433.76 
OMer THGOME oo os cc senses 126,393.08 248,673.86 — $122,280.78 


fire of Equipments (Debit)... 143,213.40 *10,464.72 — 132,748.68 


























Total Net Income............ 4,070,967.64 8,709,563.34 + 361,404.30 

BOI: acc wshdcb uecunconsales 2,924,665.06  2,969,846.51 — 45,181.45 

BCMIMIG. <caeen a wee Gin acls iia 676,588.89 699,065.90 — 22,477.01 

Total Interest and Rentals.... 3,601,253.95  3,668,912.41 — 67,658.46 

RPOTAIUS) ss eseien waauesiewad vene $469,713.69 $40,650.93 + $429,062.76 
* Decrease. 

. 1910. 1909. Inc. Dec. 

Percentage of Expenses to Operating Revenues.. 70.72 72.33 1.61 

Percentage of Taxes to Operating Revenues.... 4.57 3.94 .638 .... 

MOURNE ce nia wise ors sonra wie aise ort ae aerate 75.29 76.27 ne .98 


. NOTE.—The Revenues and Expenses covering Outside Operations are 
included in the figures shown above. 


CAPITAL STOCK AND BONDED DEBT. 


During the fiscal year ended June 30, 1910, there was no increase in the 


capita! stock of the Pere Marquette Railroad Company, but the bonded debt 
was decreased $141,183.00, as follows: 


Bonds Issued: 
Pere Marquette 4% Refunding Bonds were issued, as follows: 
In exchange for Robt. Winthrop & Co. 44% Equipment 
Trust Notes retired in April, 1909, and October, 1909... 
In exchange for Lake Erie & Detroit River Ry. Co. 5% 
a Bonds retired in March and September, 1909, 


$152,000.00 


eB EO Eerie err Orc rrr eet Te 24,000.00 
In exchange for Western Equipment Co., Ltd., 6% Bonds, 
OUEST OSI 100s yo kiarvis aie oaceractciesieewnevssewes 13,000.00 
In exchange for Marquette Equipment Co., Ltd., 5% Bonds 
SOUSA tr COCKONEE, TOO Risa ais cecidwiciaceesswe ce ncecwes 95,000.00 
In exchange for Eastern Equipment Co. 5% Bonds retired 
fi MERON VAGUE C6 Gicce caniny nyc w eck scaeee ewes eurees 650,000.00 
Account of Additions and Betterments................00. 200,000.00 
Total Pere Marquette Refunding Londs Issued...... $1,134,000.00 


Equipment Notes were issued in favor of the American Locomo- 
tive Company and the Pullman Company as below: 
5% Equipment Notes were issued in favor of 
the American Locomotive Co. for 12 locomo- 
tives received December, 1909 .............. $125,955.00 
5% Equipment Notes, Series C, were issued in 
favor of the Pullman Co. for 20 coaches, 10 
baggage, mail and express cars purchased un- 
der car lease agreement dated June 15, 1910.. 232,752.00 
————— $358,707.00 


TS Gteh POM REGS os ob cc cecdicneveaanewesicanace ss $1,492,707.00 


Bonds Retired: 
Lake Erie & Detroit River Ry. 5% Equipment 
Bonds retired September 1, 1909, and March 


Per MRIS alee crak Wo ecitieeia aie ee eee e eae aa $16,000.00 
Marquette Equipment Co. 5% Bonds retired Octo- 

eR UGIGHON TOS occas a suleadccadoaceckacss 100,000.00 
Robt. Winthrop & Co. 44%% Equipment Notes re- 

tired October 1, 1909, and April 1, 1910...... 152,000.00 
American Car & Foundry Co. 6% Equipment Notes 

retired October 1, 1909, and April 1, 1910.. 80,000.00 
Pere Marquette 6% Equipment Gold Notes (East- 

ern Equipment Co. extension) retired March 

SAGE RRR Ore tore h re cre ree 650,000.00 
American Locomotive Co. 5% Equipment Notes 

MEUIGGE: PIOURE GB ON Oe a 5 9505a.n. 60 Weir a nadeensea'e 10,955.00 


Pullman Co. 5% Equipment Notes (Series A and 

B) retired by monthly payments during this 

EME OSE oe oo op 5 cles ss cin oa ee enlesiocenenseas 556,191.46 
Kleybolte 444% Equipment Trust Agreement; pay- 

ments made October 1, 1910, and April 1, 1910 68,743.54 


$1,633,890.00 


Diearedse <i BORIC De eosin eked an siecaceasieswens $141,183.00 
CAPITAL EXPENDITURES. 


Payments have been made out of current cash for sundry equipment obli- 
——. for the purchase of new equipment and for receiver’s certificates, as 
follows: 


Paid Pullman Company for notes maturing during this fiscal 
year and issued during the Receivership period for the pur- 
CUONGPOD 2 O0e He Catbe ccc aniccecievarecaanweueecawa’s 

Paid the Cincinnati, Hamilton & Dayton Railway Company on 
account of equipment purchased undér what is known as the 
Kleybolte Equipment Trust Agreement in 1905, and turned 
over to the Pere Marquette while that property was under 
lease to the C., H. & D. This payment was made in accord- 
ance with the award of arbitrators... cc cceccccsecsesecccce 


Paid holders of Marquette Equipment Co., Ltd., 5% Bonds, 
issued October 1, 1900, for the purchase of 17 locomotives 
and 1,110 Freight Cars and called for payment October 1, 
1909. 


Paid holders of Lake Erie & Detroit River Ry. 5% Equipment 
Bonds, issued March 1, 1904, for the purchase of 3 Locomo- 
tives and 210 Coal Cars and maturing September 1, 1909, 
SR ee ae I 608 oo aos wt chiar 00d 6's se aves el whe siete rarelen ate 410 

Paid Robert Winthrop & Co. for notes maturing October 1, 
1909, and April 1, 1910, and issued October 1, 1904, for the 
purchase of 20 Locomotives and 2,350 Freight Cars........ 

Paid holders of Pere Marquette 6% Equipment Gold Notes, ma- 
turing March 1, 1910, which were issued for extension of 
Eastern Equipment Co. 5% Bonds for like amount covering 
65 Locomotives, 4,882 Freight Cars, 1 Wrecking Crane and 
ee OU yee ote tele anu Saleen anclmeures cioa.aleaaeieie’s 

Paid American Car & Foundry Co. 6% Notes, maturing October 
1, 1909, and April 1, 1910, issued August 1, 1908, for the 
purchase Of 750 Gondola Card vic ccccccccecswawwceasgeges 

Paid American Locomotive Co. for 25% of total cost of 12 Lo- 
comotives purchased during this fiscal year...... $41,985.00 

For notes issued Jan. 3, 1910, for balance of pur- 
chase price of said Locomotives and maturing 
PERI hg, ENO sa bare d wrtralcieve sires eer eed mee eid eelere eae 10,955.00 


Tiel DONGS FOULS oi. csi ide wsccswoeses 


$594,152.89 


68,743.54 


100,000.00 


ee 


16,000.00 


152,000.00 


650,000.00 


80,000.00 


52,940.00 
10,919.06 
180,000.00 


Paid Industrial Iron Works, Bay City, Mich., for 2 Locomo- 
VEU MRMEE. cw at a Cusie waco nnedaweesiedaeonet ne uecumes 
For Receiver’s Certificates issued May 5, 1906, and retired 
PRET LOU etic We Ewe Cee KR NSH ACRE CEE RR Qe Seq e Wee 


$1,904,754,.99 
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Refunding Bonds to the amount of $837,000.00 were issued to reimburse 
the Treasury account of payments as above, but these bonds have not been 
sold and are at present under pledge for short-term loans. The necessary 
cash to meet these payments was derived from the following sources: 
Proceeds from sale of $635,000 par value Pere Marquette 4% 


RMN RCM oe ns otk coe sco Se bbe ee eeby $476,250.00 
Cash borrowed on short-term notes. ............0.cccccccsess 685,700.00 
Surplus for Per en Se Oe SIO) cass ced oskncsseenb vows 469,713.69 
Decrease in Assets account collections made on outstanding bills 

and from agents and conductors.............cceeececees 248,929.85 


SRE a ED TMEMSED 55 pikes ccicccscswiieewsese wees 24,161.45 
$1,904,754.99 
ROADWAY AND TRACK. 


During the year there were 15.15 miles of side and yard tracks built and 
16.18 miles taken up. A net decrease of 1.03 miles. 

There were 519,314 cross ties used during the year, 370,613 being put in 
— track renewals, 97,719 in side track renewals and 50,982 used for new 
work, 

329,456 tie plates were put in. 

713 sets of switch ties were used, 197 sets being placed in main line re- 
newals, 73 sets in side track renewals and 443 sets in new work. 

105 €1 + ils of track were ballasted with gravel and cinders. 

At Flint extensive changes and additions were made to our yard facilities 
which increased the capacity to accommodate 300 additional cars. 

At Rose Center the alignment of 14% miles of main line is being changed 
to reduce curvature and to avoid the rebuilding of one bridge. A consider- 
able portion of this work was done during the present fiscal year and the 
remainder will be completed shortly. 


STEEL RAIL. 
During the year there were 149,729 track feet of 75-lb. rail and 2,342 


track feet of 70-lb. rail laid on Main Line, as follows: 
75-lb. rail: ; 








CNN. cn cin sce heads oun saan bn 76,237 track feet. 
Grand Rapids Division ................0. 23,001 “ “ 
PE FENEMEOR.< Swkec bev Shce kh wan nv ies aso 0C«sFCi‘é‘ SF 
ND OTN os cc anche vs oo eee ene LA Send 
ne Sa ee eee jan. = 
EE eee ae US 
149,729 “ « 

70-Ib. rail 

EID PUN 5G cb wee kash e babe wee se Lai 

Pn CE GLiSGRbbAeEESS be eabars herbie 152,071 track feet. 


The relaying of the above mileage with 75-lb. and 70-Ib. rail released 
85-lb., 75-lb., 70-Ilb., 67-lb. and 56-lb. rail, which was used as follows: 
Relaid on Main Line: 


eee er er ee 38,857 track feet. 
St PR. oc ncceshkenseseo noon > mae. * = 
OS ye Se ee ee Sf, elie 
Or CN PRIN. occ asseccesssnee ees i h(UlUCUCO 
RO cnc ckabcabeeenteee nee ss PS 





ne Ie IRONR So ccs ckbnseesseebekuaree a 


BRIDGES AND CULVERTS. 


New steel bridges on concrete abutments and piers, replacing wooden struc- 
tures, have been constructed at Sombra, Williamston, Holland and Milford. 
Wooden bridges were constructed at Croswell, Deckerville, Memphis, Berk- 
shire and Saginaw, replacing open culverts. 

A new 60-ft. deck girder and a locking device were installed at Benton 
Harbor drawbridge. 

Concrete box culverts, ngecing. wooden culverts, were built as follows: 

Alpine, Little Manistee, Yale, Novi (2), Lowell (3), Gera, Erie, Raisin, 
Freeland, Merrill, Ennett (2), Wilkie, Arner, Leamington and McGregor. 

Extensive repairs were made to bridges at St. Thomas (2), Portland, New 
Buffalo and three on the Manistee Branch. 

103 cast iron pipe culverts were put in during the year. 


BUILDINGS, FUEL AND WATER STATIONS. 

A new station building was erected at New Buffalo, and additions made 
to those at Merrill and ‘Ubly. 

A new out-bound freight station was built at Flint and a new freight 
house was constructed at North Flint. 

128 feet of new dock at Sarnia, referred to in our last annual report, 
was completed during the year. 

New coal chutes were erected at St. Thomas and new and improved coal- 
ing machinery was installed at Detroit. 

An extensive addition was made to Wyoming shops. 


FENCES. 


During the year there were 2.74 miles of new fence built; 82.17 miles 
rebuilt and 60.51 miles repaired. 


INTERLOCKING AND SIGNALS. 
any operated block signals were installed at Flint Yard and at 
idland. 

Eight standard train order signals were installed at stations on Saginaw 
District and one on the Detroit District. 

TELEGRAPH. 
During the year 140.06 miles of telegraph line were constructed. 
EQUIPMENT. 

During the year contract was made for the purchase of twenty first-class 
coaches, eight baggage cars and two baggage and mail cars. Of this equip- 
ment, prior to June 30th, thirteen first-class coaches were received and 
put in service. 

There were also purchased during the year, seventeen consolidated freight 
engines, five Pacific type passenger engines, five large switch engines and 
one locomotive coaling crane. 

One eight-wheel engine was sold and one small mogul and five eight- 
wheel engines were scrapped during the year on account of their age and 
being too light to justify extensive repairs. 

Three old parlor cars were changed into second-class coaches (smokers). 
Official car No. 4, eight-wheel truck, built in 1884, was converted into a 
baggage car. Two narrow-gauge second-class coaches (smokers) and one 
old baggage and mail car were converted into work service cars on account 
of age. Two second-class coaches (smokers) and one baggage and express 
car were destroyed by fire or accident. 

Four box cars, six coal cars, two flat cars and one caboose were rebuilt. 
Thirteen box cars were converted into work service cars and four box cars 
were converted into cabooses. 
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Seventy-one box cars, two stock cars, thirty coal cars, seventeen flat cars, 
twelve caboose cars and ten work cars were destroyed by fire or accident 
on lines of this company and on foreign lines. 


Twenty-eight box, ten flat, two coal and nine work cars were retired 
from service during the year on account of age and of too small capacity 
to justify extensive repairs necessary to put them into serviceable condition. 


SUMMARY OF CHARGES AND CREDITS TO ADDITIONS AND 
BETTERMENTS DURING FISCAL YEAR ENDED 
JUNE 30, 1910. 


Description. Debits. Credits. Net. 
Right of Way and Station Grounds $2,028.95 $1,275.00 $753.95 
RA NE iis Boies eis ale sate Se 1,369.89 4,525.00 3,155.11Cr. 
Widening Cuts and Fills........ BABES 2 kusceon 5,481.12 
Grade Revision and Changes of 

SIRS. 8S auc etna ak wns pia Sia se eT he by eS eee 28,734.17 
Bridges, Trestles and Culverts... 67,598.96 39,428.94 28,170.02 
Increased Weight of Rail ...... LS crs | er 15,114.11 
Improved Frogs and Switches.... Li ey gee es 167.87 
Track Fastenings and Other Ma- 

ee Se Sree SOU8085 ns see 35,140.85 
Sidings and Spur Tracks ........ 79,402.89 70,035.96 9,366.93 
OS OS een 69,979.54 12,146.83 57,832.11 
Fencing Right of Way.......... 7 Ty () ne 2,540.01 
Improvement of Over and Under 

CSrOR SORRRIOG. Oo oininiccnc sss JS 3 © a eee 288.79Cr. 
Interlocking Apparatus ......... 1,044.35 2,650.00 1,605.65Cr, 
Block and Other Signal Apparatus SMELT 8 8=—«-_ aso 540 3,641.67 
Station Buildings and Fixtures. . 28,593.19 4,085.99 24,507.20 
Shops, Engine Houses and Turn- 

DOR cexGsawaees ante esas see 23,825.52 46,403.71 22,578.19Cr. 
Shop Machinery and Tools....... 33,074.46 13,937.20 19,137.26 
Water and Fuel Stations........ 4,703.99 14,794.50 10,090.51Cr. 
Grain Elevators and Storage Ware- 

NINE. ota wares b chad Games w6 6 108.83 13,072.41 12,963.58Cr. 
Dock and Wharf Property....... 1,797.07 852.28 944.79 
Miscellaneous Structures ........ 16,465.37 10,716.75 5,748.62 





OE ER ear re 710,590.15 182,796.32 527,793.83 
*Equipment Replacement ........ keane ere 498,434.54  498,434.54Cr. 
AM? SaweGuSinessncuessounee $1,131,114.17 $915,155.43 $215,958.74 





*This $498,434.54 represents the balance in Equipment Replacement ac- 
counts for equipment taken out of service prior to July 1st, 1909, and has 
been credited to Additions and Betterments, in accordance with recent 
ruling of the Interstate Commerce Commission. 


The gross revenues of the Pere Marquette Railroad Company for the 
fiscal year ended June 30, 1910, were $16,542,271.49, an increase over those 
of the preceding year of $1,912,444.18. 

Of the gain in revenues during the vear, $1,425,510.91 was in freight 
traffic, with an increased tonnage carried of 1,210,535 tons, and of 203,- 
575,563 tons carried one mile. The average rate per ton per mile was .591 
cents, as compared with .577 cents in 1909. The most important 
gains in the freight traffic can be accounted for by increased 
shipments of the lowinn commodities: Coal and Coke, 391,379 
tons; Stone, Sand, etc., 170,224 tons; Lumber, Lath and _ Shin- 
gles, 178,406 tons; Other Products of Forest, 102,787 tons; Miscel- 
laneous Carload Shipments, 130,598 tons. The principal decrease in the 
tonnage carried was as follows: Logs, 144,388 tons; Ice, 101,840 tons. 


The passenger revenues show an increase of $340,844.67, with an average 
rate per passenger per mile of 1.770 cents, as against 1.774 cents in 1909. 
The number of passengers carried increased 365,581. The increase in the 
number of passengers carried.one mile was 19,773,052. This represents an 
increase in passengers carried one mile over the preceding year of 10.42%, 
which is slightly over the normal increase per year. This is largely ac- 
counted for by the fact that additional passenger trains were placed in 
service and our passenger train mileage increased thereby 117,303 miles 
or 2.96%. 

The revenues from outside operations increased $86,386.10, and from 
express traffic the increase was $24,792.75. The mail revenues increased 
$2,176.12. 

The expenses of operation show increases aggregating $1,117,262.02, of 
which amount $263,217.04 was in maintenance of way and structures; $99,- 
205.96 in maintenance of equipment; $70,326.77 in traffic expenses; $658,- 
139.29 in transportation expenses; $5,155.94 in general expenses, and $21,- 
217.02 in outside operations. The percentage of expenses to gross rev- 
enues was 70.72%, as against 72.33% in 1909, a decrease of 1.61%. 

{ The taxes for the year were $755,641.37, as compared with $576,892.97 
paid in 1909—an increase of 30.98%, or $178,748.40. 

The general income account of the company shows the net income of the 
year, after payment of interest on the funded debt, taxes and all other 
fixed charges, to have been $469,713.69, which is an increase over that 
for the preceding year of $429,062.76. 

The charges to operating expenses as per tabulated statements have 
been made in accordance with classification of expenses adopted by 
Interstate Commerce Commission, which provides for maintenance and 
operation only, and does not permit of any charge that is in the 
nature of an addition or betterment to the property—such charges being 
provided for under their classification of additions and betterments, as 
shown on page 8 of this report. The general balance sheet on page 15 
is also in the form prescribed by the commission. 

The Profit and Loss debit as of June 30, 1909, was $1,094,426.05. This 
account was debited during the year with $405,972.44 account of charges 
for discounts on bonds sold; legal and other expenses in connection with 
the reorganization of the Pere Marquette Railroad, depreciation pricr to 
July 1, 1907, on equipment tracks and structures destroyed, removed or 
sold; and other sundry adjustments during the year. The account was 
credited during the year with $818,400.00, the estimated value of 1,364 
General Mortgage Bonds received from the C. H. & D. Ry. Co. in settle- 
ment of award made by arbitrators of the Pere Marquette Railroad’s 
claim against the C. H. & D. Ry. relating to the lease period March 7, 
1905, to December 4, 1905. Sundry items amounting to $55,828.24, and 
the balance from income account of $469,713.69, were credited to this ac- 
count during the year, leaving the debit to Profit and Loss account June 
30, 1910, $156,456.56. 

Notwithstanding the gross revenues of the Company exceed those of any 
previous year, the Company is not able therefrom to make much needed 
improvements. The ircrease of 39.98% ir taxes, the increases in wages, the 
higher prices for material and the loss in net revenues through the con- 
tinued operation of the two-cent fare law in the sparsely settled com- 
munities in Michigan, have made this impossible. 

By order of the Board of Directors, 

Wii1am Cotter, President. 
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PERE MARQUETTE RAILROAD COMPANY, 


ASSETS 


Road, Franchises and cena, 
including Leasehold Estate. 
Investment to June 30, 
Investment since 
1907 


1907 . ‘$81 »873,241.40 
June 30, 
RG Corie See ae 6,211,356.54 
$88,084,597.94 


Reserve for Accrued Depre- 





CMON, ies cde Sas ons 336,428.02 
secitities Owned ... «2.5.50. in in 
Proprietary, Affiliated and 
Controlled Companies— 
RIE on icsprergioares-S<igre rs hie $3,642,961.47 


Issued or Assumed—Pledged  6,336,000.00 


Proprietary, Affiliated and 
Controlled Companies—Un- 
~ yapalileensess Sacaeesap 139,894.44 
Otier Tuvestniente: 0.4 6445-0415... 
Paysical Property 5.64... $338,045.56 
Securities Unpledged ...... 454,994.48 
Worse Assets: osc ci sec kaeee 
err rrr $653,198.65 


Deposits to pay Unpaid Ma- 
tured Interest and Dividends 
Securities Issued or Assumed 
—Held in Treasury....... 


819,959.30 
193,997.56 


Marketable Securities ...... 818,585.04 
Loans and Bills Receivable. . 12,750.00 
Traffic Balances due from 

Other Companies ........ 159,154.80 
Net Balance due from Agents 

and Conductors ....0..s. 480,612.03 
Miscellaneous Accounts Re- 

a ee eer ee 449,434.52 
Material and Supplies...... 744,752.85 
Other Working Assets...... 73,600.86 

Accrued Income Not Due...... 

Deferred Debit Items... ..66066 00% 
Pe eee rien ere $101,817.12 
Rents and Insurance Paid in 

PRUVERUO, os as sin ho.0 <'s'earsare 84,044.92 
Unextinguished Discount on 

BUUICSERRE oss is/are sh 0-4 4-56 ©0ir0 
Special Deposits: 4 ...o0o00ses 28,860.62 
Cash and Securities in Sink- 

ing or Redemption Funds. 

Other Deferred Debit Items. 180, 795.20 


coe a ge be. a 
— Decrease. 


RAILWAY AGE GAZETTE. 


Comparison with June 


June 30, 1910. 


1909. 
Increase 
(—) decrease. 


$87,748,169.92 


$21,430.00 
714,393.28 


—111 264.58 


10,118,855.91 


1,037,000.00 


793,040.04 


3,571.96 
50,000.00 


4,406,045.61 


10,050.70 


383,614.07 
—12,955.30 
—537,999.00 
818,585.04 
—60.00 
67,556.76 
—122,136.38 
—126,793.47 
—16,039.69 
58,544.56 


—9,737.06 


395,517.86 


—29,847.71 
13,154.87 


—50,000.00 
25,660.62 


—76,000.00 
—141,924.93 


156,456.56 —937,969.49 





$103,628,136.60 $1,020,783.55 


GENERAL BALANCE SHEET, YEAR 


LIABILITIES 


Capital Stock sis iss. 
Common Stock: 


Held by Com- 

BANG acids ees $1,870,770.00 
Not held _ by 

Company 


.14,295,830.00$16,166,600.00 


1st Preferred Stock: 
Held by Com- 


pany .. $240,000.00 
Not held by 





Company 10, 917, 600.00 11,157,600.00 
2d Preferred Stock: 
we by Com- 
pt aoraaes $62,140.00 
Not. ss eld by 
Company 905,560.00 967,700.00 


Stock Liability ‘for. Conversion 
of Outstanding Securities of 
Constituent Companies 


Lake Erie & Detroit River Rail- 
way Co.—Common........... 


208,100.00 


Mortgage, Bonded and Secured 

PNG a a-cclddiaara cinerea wa old derd-e-a-e 

Mortgage Bonds—Held by Com- 
RIES ater dre lair eee aie hse wotere $6,336,000.00 


Mortgage Bonds—Not held by 

CRIN IN | 39. era gieiniesalnidiaarac acer 44,802,000.00 
Collateral Trust Bonds—Not 

held by Company. ........0 5,870,000.00 
Plain Bonds—Not held by Com- 

pany 5,000,000.00 
Equipment Trust Obligations— 

Not held by Company...... 5,788,866.92 


Receiver’s Certificates .......... 
Working Liabilities <.6o..6 sce 
Loans and Bills Payable...... $1,550.000.00 
Traffic Balances due to Other 
COMAIHIED | cc tsiorrieds tse 0:5.4% 372,816.54 
Audited Vouchers and Wages 
RMSE ac, siclaupiia distaraiacae asealals 1,575,042.24 
Miscellaneous Accounts Payable 134,789.49 
Matured Interest, Dividends and 
Rents—Unpaid .........4... 821,159.30 
Matured Mortgage, Bonded and 
Secured Debt—Unpaid .... 
Other Working Liabilities..... 80,012.85 
Accrued Liabilities Not Due.... 
Unmatured Interest, Dividends 
and Rents Payable......... $439,487.82 
Takes ACHES © ose ciccec as cie6a%e 355,645.54 
Deferred Credit Items.......... 
Operating Reserves .......... $45,326.04 
Other Deferred Credit Items. . 556,989.86 


ENDED JUNE 
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36, 1910. 


Comparison with June 
30, 1909. 
Increase 
(—) decrease. 
$28,500,000.00 


June 30, 1910. 


$1,610,770.00 
10,016,930.00 


500.00 


62,140.00 
156,460.00 


—$11,846,800.00 


1,400,000.00 
67,796,866.92 
499,000.00 
635,000.00 


1,275,183.00 
—180,000.00 

4,533,820.42 
685,700.00 
96,039.20 


282,346.82 
14,699.84 


—13,342.25 


—76,000.00 
25,342.25 


795,133.36 


—21,025.32 
66,559.37 


602,315.90 ; 
45,326.04 
236,320.60 





$103,628,136.60 $1,020,783.55 











INCOME ACCOUNT FOR FISCAL YEAR ENDED JUNE 


Operating Revenues: 1910. 
Freight Revenue ........... $11,131,075.55 
Passenger Revenue ......... 3,707,311.04 
DEOH ROOMNUE: o6cciacccscacs 254,047.41 
Express Revenue ........... 351,426.56 
Other Revenue from Trans- 

DORN cc csic esas eae tes 394,570.63 

Revenue from Operation other 

than Transportation «..... 157,191.70 
Revenue from Outside Opera- 
NE, case mais eee a6. 546,648.60 


1909. 
$9,705.564.64 
3,366,466.37 
251,871.29 
326,633.81 
359,767,76 
159,260.94 


460,262.50 


Increase or 
(—) decrease. 
$1,425,510.91 
340,844.67 
2,176.12 


24,792.75 
34,802.87 
— 2,069.24 
86,386.10 





Total Operating Revenues. $16,542,271.49 


$14,629,827.31 


$1,912,444.18 





Operating Expenses: 
Maint. of Way and moment $1,932,437.39 
Maintenance of Equipment... 2,117,699.85 


Traffic Expenses ........0++ 420,298.02 
Transportation Expenses..... 6,370,631.98 
General Expenses ....... ais 362,173.37 
Outside Operations ......... 495,601.55 


$1,669,220.35 
2,018,493.89 
349,971.25 
5,712,492.69 
357,017.43 
474,384.53 


$263,217.04 
99,205.96 
70,326.77 
658,139.29 
5,155.94 
21,217.02 





Total Operating Expenses. .$11,698,842.16 


$10,581,580.14 


$1,117,262.02 





80, 1910, AS COMPARED WITH PREVIOUS FISCAL YEAR. 







Increase or 








1910. 1909. (—) decrease. 

Net Operating Revenues ...... $4,843,429.388  $4,048,247.17 $795,182.16 
EORO®. AGCCCGEE o.5s6ec 55k seers 755,641.37 576,892.97 178,748.40 
Operating Income . $4,087,787.96 $3,471,354.20 $616,433.76 









Other Income: 


















Dividends on Stocks Owned. $78,369.00 $185,646.06 —$107,277.06 
Interest on Securities Owned. ‘ 9,049.50 —9,049.50 
Other Interest. oi cess acesees 11, 934. 96 15,767.30 —3,832.34 
Miscellaneous Rentals Rec’ved 35,952.10 37,895.94 —1,943.84 
Sundry Small Items......... 137.02 315.06 —178.04 
Hire of Equipment ......... Dr. 143,213.40 Dr. 10,464,72 —132,748.68 

EOGH UROGINE HG vist ce cece $4,070,967.64  $3,709,563.34 $361, 404.30 

Deductions from Income: 

Interest: On Funded Debt... $2,898,792.88 $2,941,150.66 —$42,357.78 
On Bille Payable .......%« 25,047.18 11,690.15 13,357.03 
On Receiver’s Certificates . 825.00 17,005.70 —16,180.70 

Mentale Paid ic cdcic ctwac ede: 676,588.89 699,065.90 —22477.01 











Total Deductions from Income $3,601,253.95 









$3,668,912.41 —$67,658.46 





$469,713.69 


BOLO ican ckeviewercuidadas 








$429,062.76 


$40,650.93 
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THE NEW YORK, NEW HAVEN AND HARTFORD RAILROAD COMPANY.—THIRTY-NINTH YEAR. 


In accordance with the By-Laws of The New York, New Haven & Hart- 
ford Railroad Company, the Board of Directors have caused to be _pre- 
pores 5 general statement of its affairs for the year ending June 30, 1910, 
as follows: 


FOR TWELVE MONTHS, JULY 1, 1909, TO JUNE 30, 1910, 









































f INCLUSIVE. 
Operating Revenue: 
I SE eer er ee ..--$30,110,588.30 
Pe PRN | cosas ksus seen dan ee . 24,885,864.74 
All other Revenue from Transportation..... 4,392,643.04 
Revenue from Operations other than Trans- 
DOPE 6555s bbb sh 5s Shs HORNS OMS RES Ws es & 1,304,571.47 
Total Operating Revenue................ $60,693,667.55 
Operating Expenses: 
Maintenance of Way and Structures......... 7,132,375.64 
Maintenance of Equipment................. 6,461,772.22 
Trafic Expenses ........ (exes ubieneuses seks 350,943.05 
Transportation Expenses ..........e--2eeee. 22,942,674.94 
ee aT er re ee 1,801,449.91 
*Total Operating Expenses............... 38,689,215.76 
Net Operating Revenue... ...........s000. 22,004,451.79 
Net Revenue from Outside Operations....... 1,308,470.01 
Net Earnings—The Connecticut Company, 
July 1, 1909, to February 28, 1910......... 2,254,278.58 
TP So eee c eee bse shee h ake Doh wee eee 3,562,748.59 
ES ee NR ce cvede eas bebe aus 25,567,200.38 
TO. cisccesun eke mheab eee woes seeceeeees 3,983,377.01 
21,583,823.37 
Income from Other Sources: 
I Cl TEE canes ek bases Keb eee vie ee 3,504,568.52 
eee ee eS re ee bas 887,103.94 
EEMECRTARUODUS ERODE .oocc cs srectbectseese 2,012,293.50 
i PN oo oe ecu ae cheese Se ees 6 332,125.23 
Pi i PE. oc cihek eben ncn kaw a 1,055.42 
Total Income from Other Sources......... 6,737,146.61 
Total Tncome ...scs0550. casa bbs cere 28,320,969.98 
Deductions from Income: 
Interest on Bonds, Debentures and Other Lia- 
I ct Ras Be eer ee ee 10,677,458.75 
Rentals of Leased Lines.............. iekees 5,133,717.31 
Rentals other than above...... 2.0... babees 1,702,429.7 
eee Pees PLP CET Te ee 10,489.81 
Total Deductions from Income.......... ae 17,524,095.63 
a, Se POL D ae , 10,796,874.35 
Dividends Nos. 120 to 123 inclusive, 2% each. .9,312,686.00 
Dividends Nos. 1 and 2 on part paid stock...... 446,395.00 9,759,081.00 
NR! CLG LE LS dh kD RE SEE OCaS KER CROSS EEES $1,037,793.35 





*The Operating Expenses and Taxes were 70.30 per cent. of the Total 
Operating Revenue. 


In accordance with the requirements of the Interstate Commerce Com- 
mission “Rentals of Leased Lines” under the heading ‘Deductions from 
Income” are the gross amounts including the income accruing to The 
New York, New Haven and Hartford Railroad Company by reason of its 
ownership of stocks and bonds of leased lines, and such income is in- 
cluded in the appropriate items under the heading “Income from Other 
Sources.” The practice of previous years was to show the net amount 
as “Rentals.” 

The total operating revenue for the year is the largest in the history 
of the Company, exceeding that of 1909, $6,346,036.58, or 11% per cent.; 
the operating expenses increased $2,608,909.22, or 7% per cent., and taxes 
increased $537,251.03, or 15.3 per cent., of which the Federal Corporation 
Tax contributed $132,370.25. 

The construction of six tracks on the Harlem River and Port Chester 
Railroad is completed. The installation of an automatic signal system is 
in progress and partly in service; and will be completed cn or about No- 
vember 1, 1910. The construction of the new passenger station at Bar- 
gg progressing and it will be ready for service on or about October 1, 

910. 

The reconstruction of piers (new Nos.) 89, 40 and 41, East River, is in 
progress. 

At Oak Point, New York, eight float bridges of modern type have been 
completed during the year, and are now in service, and the general yard 
work in connection with the bridges is progressing satisfactorily. “The 
bridges are found to be very effective in handling the large volume of 
business interchanged by way of New York Harbor. 

A new concrete signal tower is under construction at Bridgeport, Con- 
necticut, and will be put in service during the present year. 

Electric freight conveyors have been installed at Pequonnock Dock, 
Bridgeport, Connecticut, and other changes at Docks Nos. 8 and 4 are 
under way. The old Naugatuck Dock is being removed to conform to the 
new harbor line. 

The construction of double tracks between Hawleyville and Shelton is 
under way on the section between Hawleyville and Botsford. 

Elimination of grade crossings and change of line for about one mile 
at Brookfield Junction are under construction, and should be completed by 
the end of the year. 

All work in connection with the New Haven cut and trolley viaduct has 
been completed, and the new facilities are in operation. Improved loco- 
motive coaling facilities have recently been completed, and are working 
very satisfactorily. There is under construction a new highway bridge at 
Humphrey Street which should be completed during the year. 

The improvements in and near Waterbury are completed, and the new 
facilities are in service, including new main line tracks, new passenger 
station and freight facilities, new engine and coaling facilities and machine 
shop. The operating results have been greatly improved. 

Double track, Waterbury to Bristol, is in progress. The work is about 
5 per cent. complete, and should be finished by the end of the year. 

The tunnel at Terryville is 75 per cent. complete. 

The new dock at New London, Connecticut, to replace the structure de- 
stroyed by fire last year has been rebuilt, and is now in service. 





Stone ballasting main line, Niantic, Conn., to Back Bay, is progressing 
satisfactorily; about fifteen miles have been completed. | atin, 

That portion of this Company’s work in connection with the elimination 
of grade crossings in Worcester, Massachusetts, is under contract, and 
satisfactory progress is being made. The amount of work still to be done 
by this Company will require about six months to complete, and includes 
an express building and the reconstruction of the viaduct connecting the 
New Haven and Boston and Maine Railroads. The work in connection 
with elimination of grade crossings is 60 per cent. complete. 

There is under construction at Readville, Massachusetts, a new store- 
house for Storekeeper’s supplies; the building will be finished about Octo- 
ber 15, 1910. . : 

Second track, Walpole to South Framingham, including double track wye 
at Medfield Junction and automatic signals, is under construction, and will 
be completed by the end of the present year. 

Elimination of grade crossings, Harrison Square to Neponset, Boston, 
Massachusetts, is under wav and progressing satisfactorily. : 

The Company’s portion of the work in connection with extensive changes 
made by the City of Boston in extending Northern Avenue has been com- 

leted. d 
" Elimination of grade crossings at Lincoln and Plain Streets, Lowell, 
Massachusetts, is under way, and it is expected that the work will be 
completed by the end of the year. . 

Elimination of grade crossings at Fairmont, Massachusetts, has been 
completed. 


NUMBER OF GRADE CROSSINGS ELIMINATED. 


State of Connecticut........ cee weeh sos Si haee Ss ane sen 80 
State of Massachusetts........... Sm ebik Wee Gk ae Del Dek ara 2 


9 
There has been completed six thousand feet of four and six track single 


phase electrification in the vicinity of Glenbrook, Connecticut, which con- 
struction is to be a typical form to be generally used in the electrification 
of the Harlem River Branch and the line from Stamford to. New Haven, 
We have received one of the two electric freight locomotives, both of 
which were designed to handle freight trains operating between Harlem 
River and New Haven, or heavy passenger trains between Grand Central 
Station and New Haven. ‘The one received has proved more than ade- 
quate in the tests of both of these services. It is expected that the second 
locomotive ordered will be received before this report is printed. Surveys 
have been completed for the electrification of the main line and yards on 
the Harlem River Branch, and general designs for electrical catenary 
superstructures have been completed for this electrification. Surveys have 
also been completed for the electrification of the main line between Stam- 
ford and New Haven. : k 
Plans for the rehabilitation of the Warren power station are practically 
complete. The rearrangement will eliminate the present direct current ma- 
chinery, thus converting the station into a straight A. C. plant. Bids are 
now being obtained for the purchase of the necessary apparatus. Requisi- 
tions have been placed for material to cover the multiple unit_equipment 
necessary to better the control of cars now operating between Providence 
Fall River and Bristol, which arrangement will produce a more flexible an 
reliable system of train operation. ep 
New passenger stations or increased facilities have been provided during 


the year at the following points: 


serlin, Conn., Egypt, Hawleyville, 
Crescent Park, Fall River, Highland, 
Dudley Street, Farnumsville, Hingham, 

East Hampton, Conn., Forestville, North Scituate, 
East Milton, Harvard Street, Sagamore. 


Work is in progress and will be completed during the coming year on 
new passenger stations or increased facilities at the following points: 


Bartow, Esmond, Pemberton, 
3ethel, Fairhaven, Mass., Port Chester, 
3ristol, Conn., Hartford, Providence, 
Canaan, Leominster, Rowayton, 
Cedar Hill, Litchfield, Sheffield, 
Charles River, New Rochelle, Southbridge, 
East Greenwich, Norwalk, South Windsor, 
East Providence, Pelham, Stockbridge. 


New freight houses cr increased freight facilities have been provided 
during the year at the following points: 


Auburn, R. L, Franklin, Rowayton, 

Bantam, Guilford, ye, 

3ethel, Higganum, Sheffield, 

Boston, No. 8 house, Hyannis, Springfield, 

Bridgewater, Lonsdale, Torrington, 

Coventry, Middlefield, Van Nest, 

Centredale, Middletown, Webster, 

East Taunton, New Bedford, West Barnstable, 

Esmond, New Canaan, Westchester, N. Y., 

Fall River, New Milford, Worcester. 
Plainfield, 


Work is in progress, and will be completed during the coming year, on 
new freight houses or increased facilities at the following points: 
Andover, South Windsor, 
Milford, Mass., Sterling, 
North Scituate, Wallingford, 
Pratt’s Junction, West Hanover. 

A large amount of minor work has been done on our station structures, 
including water supply, electric lights, extensions of platforms for longer 
trains, painting, etc. ' : : 

New turntables have been provided at the following points: 

Litchfield, Providence, 
North Easton, South Framingham. 

Improvements and additions to signaling and interlocking have been 
made at the following points: 


Attleboro, Hawleyville Junction, 
Canton Junction, Kingston, 

Cedar Hill-Springfield, Middleboro-Buzzards Bay 
Chickering, Nantasket Junction, 
Cohasset, Naugatuck Junction, 


Cos Cob, North Scituate, 
East Bridgeport, Port Chester, 
East Douglas, Providence, 
East Hampton, Conn., Slades Ferry, 


Fitchburg, South Framingham, 
Franklin Junction, Stamford to Mount Vernon, 
Harrison, Waterbury to Bristol, 


Hartford, Worcester. 





j 
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5 ridge repairs, renewals and strengthening bridges to permit of oper- 
{ ating heavier locomotives have been made at the following points: 
Abington, Conn., Providence: Willimantic, 
Brookfield Junction, Phillipsdale, 
Buckland, River Point, 
Bolton, Conn., South Norwalk, 
Boston Switch to Valley Falls, Stillwater, 
East Blackstone, Talccttville, 
j Hartford, Terryville, 
a Hartford- Middletown, Thompson, 
Hope, Union City, 
Middletown, Conn., Upper Falls, 
Midway, Van — 
Middletown-Saybrook Junction, Vern 
Monument Beach, Valley ’Falls-Franklin, 
North Newtown, West Haven, 
New Rochelle, West Mystic, 
Orange, Westerly, 
Pascoag, Westfield, Mass., 
Plainville-W estfield, Westfield-Northampton. 

Additional protection against fire has been provided at the following 
points: 

East Hartford, Saybrook Point, 
Midway, Sound Beach, 
Port Chester, South Boston Coal Plant. 

In general maintenance of the main line between Woodlawn Junction 
and New I[aven 80,375 creosoted ties with tieplates and screw spikes have 
been used, 

There have been laid in the main tracks of the Company during the 
fiscal year 18,171 tons of 100-pound rail, 7,905 tons of 80, 78, 74, 68 and 
re-rolled 90-pound rails. 

New equipment to the value of $2,969,697.90 has been purchased during 
the year, consisting of one steam “locomotive, one electric freight locomo- 
tive, four coaches, four composite cars, one baggage car, four steel motor 
cars, six trailer cars, ten milk cars, 2,408 box cars and two electric wreck- 
ing cranes. Four parlor cars have been converted into baggage cars, and 
20 box cars have been converted into cabooses, at a cost of $50,108.45. 

Serious advances in the wages paid to employees were granted in the 

) ast quarter of the fiscal year ending June 30, 1910, which advances did 
not become effective to any great extent until the beginning of the present 
fiscal year, July 1, 1910. 

Based upon the same number of employees nig fh the same time as in 
this past year, these advances aggregate as below, viz. 

Maintenance Department 64 csc cce can ona asec cen $162,900.00 
Geert ROO MOIOIMG So 6's hc ok crew ee les otierens 58,500.00 
Operating APCMAKtMORe .65. <6 a: acog c's wine ay os oeres 1,536,106.00 

tt ao ane ame 2 An ee a eee ee gee em $1,757,506.00 

It was impossible to continue the business of the Company on the basis 
of the tariffs heretofore in effect and pay these increases, and changes 
were made in our passenger tariffs to become effective as soon as possible 
under existing laws, substantially as below: 

\mounting to 

Ten cents advance betwcen New York, Providence and Boston 
ON ait sere winal eRe Siew 6 wal sieiaiers Aid eeeeate OR Ghia ioe w aeane $109,869.00 
Same by New England Navigation Company............... 80,963.00 

In effect May 1, 1910. 

Five cents in and out of New York, one way fares..... ide 225,216.00 

In effect June 4, 1910, Interstate. 

In eifect July 1, 1910, Intrastate. 

Five cents between Hartford and Springfield........... 37,417.00 

In effect June 4, 1910. 

Five cents per trip “Family Fifty Trip Tickets’............ 31,662.00 

In effect July 1, 1910, 

Commutation to and from New York, and points in New 
OUR SORE Hag eidiirs sala: com le nie Wiaeesie as Gielen Milian alow e Rie alec 118,390.00 

In effect July 1, 1910. 

Commutation between New York and Interstate points...... 102,466.00 

In effect June 4, 1910. 

Between New Haven, New York, Bridgeport, Boat Lines. 
Ey PEN EMIS GA AIS. a shai diearak bare ete iain Sia Aa Sier aed Rie aoe eS 26,562.00 

In effect June 4, 1910. ‘i 
Increase from 2 to 244 and 2'%c. per mile certain lean lines 805,692.00 

In etlect July 28, 1910. 

Miscellanepus, in effect June 4, 1910.66 6c cecceccwess 20,516.00 

MODAN SAAMI E bros lo o.a'a'a cielo Re W St we Sea re Mia ides ewe aw Oa $1,058,753.00 
Allow for shrinka due to increased use of mileage tickets, 

PRC es Seng n nen TS Gore i iu 5Sa tae eararer arte aAina atau ace. aver Adee mraatatiad 200,000.00 
$858,758.00 

The above increases should return to our treasury about 50 per cent. of 
the loss occasioned by the advances in wages above referred to, leaving 
the balance to be overcome by such increased proportion as will accrue 
ti Company from the advances in through freight rates on connect 

s’ business, which advances have been made but are not effec 

ing to their having been suspended by the Interstate Commerce 

on, pending investigation regarding the reasonableness of the 
san 

It velieved such advances will ultimately be allowed, though after 
considerable delay. 

The above advances, with such economies as are yet possible in the 
operat of the property, should enable the Company to maintain sub 
star the same net result as heretofore, and pay the usual rate of 
divide upon its stock 

\py of the Railroad Commissioners of Massachusetts to the merg 
or cons lation this Company with the New Haven and Northampton 
Compa Berkshire Railroad Company and Rhode [sland and Massachu 
setts Railroad Company has been given, and the consent f the stock 
holders will he asked #¢ the approval of these mergers t the annual 
meeting 

All of the roads have, for many years, been leased to at rated by 
this Company, and in the case of the New Haven and Northampton and 
Rhode Island and Massachusetts all the capital stock of said companies 

~ held in ou asury. n the case of the Berkshire Railroad Company a 
very large percentage of the ipital stock is held in our treasury 

\ I bling Act has been obtained from the General Court of the 
on wealtii of Massachusetts authorizing the purchase by this Com 

ly of e Milford and Woonsocket Railroad Company, and the Milford, 

kx] nd Providence Railroad Comp all the capital k and j 
ebtedness of which companies are held in our treasury, and it is « 
pecte le mergers will be completed, in all respects, befo1 ose of 
t ndar year, thus furthering the policy of 1 ( pan 
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merging and consolidating, as fast as practicable, into one company all the 
railroads owned, operated or controlled in its interest. 

The Farmington Street Railway Company was merged and its obligations 
assumed on December 10, 1909. 

The Company has accepted the provisions of Chapter 601 of the Acts of 
1910 of the General Court of the Commonwealth of Massachusetts author- 
izing the ownership ot ‘the capital stock of Berkshire Street Railway 
Company, and to date has acquired by purchase nineteen thousand, three 
hundred and sixty-five (19,365) shares out of a total of nineteen thousand, 
four hundred and eighty-one (19,481) shares. 

There has been no increase during the year in the capital stock issued, 
but the amount of stock outstanding in the hands of others than compa- 
nies controlled by your Company has been increased by the sale of 55,600 
shares, the proceeds of which were used to acquire other property. There 
still remain in the treasuries of subordinate companies 174,425 shares. 

The outstanding indebtedness of the Company and its leased lines, in 
the hands of the public, has been decreased during the year to the amount 
of as follows: 


DECREASES, 


Shore Line Railway Company Ist Mortgage 442% bonds paid. $200,000.00 















Housatonic Railroad Company Ist Mortgage 4% bonds paid.. 100,000.00 
5% Three Year Debentures paid 3,490,000.00 
5% Three Year Debentures paid.. oe 50,000.00 
Oye lwo Veer Pementuses Haid... aos d ices ca dinelevewancews 10,000.00 
Hartford Street Railway Company 4% Debentureg series ‘‘N”’ 

RENIN ss to TF c/a aida. oxsi hie Dias assess Awa Sica Bea ees gaa RL I che wes er st 145,000.00 
4% Convertible Debenture Certificates of 1893 issue PAM ei. 2s 1,500.00 
4% Consolidated Railway Company Debentures, 1954, pur 

I A Oa ge oo kk cise aol ar d's) Wee ce eels wiaearactie Sasiveus 99,000.00 
4% Consolidated Railway Company Debentures, 1955, pur 

CSE ENE COMO MINo55),5 6 6.6 0s vic oc asingaaidedewedawdcewe ans $2,000.00 
4% Consolidated Railway Com ip any Debentures, pur 

tnt I I oa gaia a iciacee ts ele Wee Oe Cad new ee ae es 97,000.00 
3, 3% and 4% Consolidated Railway Company Debentures, 

(SSO) USO ESE BE CANCOlO koi. k.oliciec cece dada wenden ecw 28,000.00 
4% One Year Notes, March 16; 1910, paid... ... ccc ciccccesces 5,150,000.00 
Boston and New York Air Line Railroad SCFIP: PAM sce ces ccc 16.61 
ROE PEGG, NROTCMORO PA i oe. 255k ve saie a Gd dda Weare erste eels wipers 12,000.00 

$9,424,516.61 
INCREASES 
Convertible 6% Debentures of January 15, 1908............. $1,480,250.00 
Convertible 314% Debentures of January 1, 1906............ 5T5.00 
5% Debenturés of Farmington Street Railway Company 

SEMIN cos Sarr ania Mid ee add FUR a gaa or iS HK ES RENE TOR LR wee AG 30,000.00 

MME “SIQCCS: MEBANE fee s,5 ogc aeckiec eS caingisisla' eh + Mee Roar eeReSas 1,680,364.28 
$7,141,189.28 
Net decrease N. Y., li. and H. R. R. Company. 3,327.33 





































~ Ist Mortgage Bonds Boston, Clinton, Fitchburg 

Bedford (Old Colony Railroad) paid.............. 1,912,000.00 

TERE TRIN OO on isa. a0! a, B55) 01% Krahn ee Roe RPS are ee! o4 $4,195,327.33 

*1,500,000.00 paid since close of fiscal year; of the balance all but 
$100,000.00 is owed to, and is held by, subordinate companies, the whole 
capital stock of which is held in the treasury of your Company. 

The $60,000.00 First Mortgage 5% bonds of the Milford and Woon 
socket Railroad Company, which matured December 1, 1908, and_ the 
$10,000.00 Pir Mortgage 6% Gene of the Milford, Franklin and Provi 
dence Railroad Company, which matured January 1, 1909, have been re 
pinced by new bonds bearing 16; interest. These bonds are held in the 
Company's treasury. 

In the General Statement for the year ending June 30, 1909, reference 
was made to the organization of the Boston Railroad Holding Company 
under the authority of the General Court of the Commonwealth of Mas 
sachusetts, at its 1909 session, and to the agreements by your Company to 

se all the stock and bonds of the Holding Company that will be 
for payment of Boston and Maine Railroad stock. 

Pursuant to such agreements this Company has purchased and now holds 
31,065 shares of ck (the entire capita!) and $20,012,000.00 face value 
of 4 per cent., Fifty Year Debentures of the Holding Company (the entire 
indebtedness). 

The Bostor g Company owns 6,543 preferred shares out 
of a total of 31,4 71 common shares out of a total of 288,413 of 
the capital stock & Maine Railroad. 

\ convevance the Park Square Station property in the 
City of Boston R al Estate Trust for fifty-two thou 
sand (52,000) stock. , 

The capital aa ‘olony Railroad Company has been in 

‘ d during e ye by the sale of nine thousand eight hundred and 

tt (9.800) shares, the proceeds of WV ich were used to pay on January .. 
1910, e maturing 5 p cent. First "Me rigage Bonds of the Boston, Clir 
0 Fitch! nd Ne Bedford Railroad Company. 
Phere will matur between October 1, 1910, and Octobs 1911. the fol 
wing obligations Tor whicl is Company is responsible: 
Octob Lud \ ck Iascoag Rath Company 
| st \l { g 1 $100,000.00 
lanua i gt > Kailwa Con ) 

Debent 80,000.00 
Januar yt I< Year Debentur 1.850,000.00 
Kel i tol i% © \ N r 100,000.00 
April iy vy Tlave at Northampton Company 5 

Northert Extens Bond : ; 700,000.00 
Mla ) | TI Year | A 000,000.00 
| M1 Real Est Me u , 11,500.00 
Octol i Met a R d Company 5% Fir 

MI I 85,000.00 

4 6,500.00 

() } i ( e effective t t 

t ( i Certificates of the issu f J iry 1 
194 t f ita ock of the Compar i 
tl rt hur f lollars face value f cert rte 
t 1 1 ¢ ri t ate is $380 0.00 0 

: f 1 000.000.0606 f additior 
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At the special meeting of the Stockholders held October 27, 1909, au- 
thority was given to increase the capital stock of the Company by the 
addition of tive hundred thousand shares of one hundred ‘dollars each. 
Under this authority your Board of Directors voted to issie four hundred 
fifty-four thousand, six hundred and ninety-five (454,695) additional shares 
and to offer to Stockholders the right to subscribe at one hundred and 
twenty-five dollars a share for one share of new stock for each four 
shares of old; to holders of 344% Convertible Debenture Certificates the 
right to subscribe at the rate of one share of new stock for.each six hun- 
dred dollars of the principal amount ot such certificates; to holders of 6% 
Convertible Debentures the right to subscribe atthe rate of one share 
of new stock for each four hundred dollars of the principal amount of 
such Debentures. Provision was made for the payment of these sub- 
scriptions in four equal instalments, due, respectively, on'’ December 20, 
1909, June 20, 1910, December 20, 1910, and June 20, 1911. In accord- 
ance with this offer subscriptions were received to four hundred forty-six 
thousand, four hundred and thirty-eight (446,438) new shares, and there 
has been paid into the Company’s treasury to June 30, 1910: On the first 
instalment, $13,951,187.50; on the second instalment, $13,722,968.75; in 
advance on account of the third instalment, $3,784,093.75; in advance on 
account of the fourth instalment, $3,282,968.75, a total: of $34,741,218.75. 

When the final instalment is paid, June 20, 1911, the Company’s capital 
stock will be increased by the addition of these new shares. 

The form of General Balance Sheet, and exhibits supporting same, has 
been changed from that of previous years to harmonize with that pre- 
scribed by the Interstate Commerce Commissiun. 

Mr. H. McK. Twombly died at Madison, New Jersey, January 11, 1910, 
and the following minute was entered upon the records of the Board: 

“Mr. H. McK. Twombly died January 11, 1910. 

“A Director since 1903, and a representative of large interests in the 
property, he was always a cautious, conservative and able adviser in its 
councils. 

“His personal relations with his associates were «df the most pleasant 
character, and they one and all desire to place upon ‘record their sense of 
_ {through his death, and to extend their sympathy and condolences to 
is family. t 

“Resolved, That the Secretary be instructed to send an engrossed copy 
of this minute to his family.” 

The vacancy was filled ‘by the election of Mr. George F. Baker, of 
New York City 

Mr. John H. ‘Whittemore died at Naugatuck, Connecticut, May 28, 1910, 
and the following minute was entered upon the records of the Board: 

“John Howard Whittemore, a valued and highly esteemed Director of 
this Company since February 11, 1905, having been taken from us’ by 
death at his residence in Naugatuck, Connecticut, on May 28, 1910, this 
Board, assembled for the first time since the sad event, desires to ’place 
upon its records an expression of their deep sense of less and their high 
appreciation of the character of their late associate. His presence was al- 
ways welcomed and his counsels of value to the Board and this Company. 

“We deplore the dispensation which has taken him from us and extend 
to his bereaved family our sincere sympathy in their great affliction. 

“The Secretary is directed to transmit a copy of this minute to the 
family of Mr. Whittemore.” 

Mr. ci L. Billard, of Meriden, Connecticut, was elected a member 
of the Board to fill the vacancy created by the death of Colonel Frank W. 
Cheney. 

The faithful and efficient services of the officers and employees are 
hereby acknowledged. 


CHARLES S. MELLEN, 


By order of the Board of Directors, , 
President. 


New Haven, Connecticut, 
Septembe r 16, 1910. 








THE NEW ENGLAND NAVIGATION COMPANY. 
Income Account for the Year Ending June 80, 1910. 


Gross Earnings from Operation............e0eseeeesseeeees $5,044,786.82 
I NE. 5... cic ks pack hemes sk $ 505s mss bene n's:s 4,221,991.96 
ie IE oi oo be ub ae ab Nese e es SERED EASED > mine WT $822,744.86 
Snel Ceeee DET TSORIIES <6 css 6 Oboe 5.6 2 dds wens 2 ond es 2,430,699.28 
eee EET OT eer er TC TT eT ere er Tt $3,253,444.14 
Deductions from Income: 

a a er ee ee eee Ce eee ee $95,104.77 

Interest on bonds, debentures and other 

PION SS5G 65s KKERKER ERR OEERED EL EIE SS 1,539,565.80 

hen Beeeeteens Een TiO io.scas cna sod eho e os oss sees 1,634,670.57 
eR .. ce once eR EDAESSELESS AAD SO UES bie $1,618,7738.57 








*The Operating Expenses and Taxes were 85.57 per cent. of the Gross 
Earnings from Operation. 
CENTRAL NEW ENGLAND RAILWAY COMPANY. 


Income Account for the Year Ending June 30, 1910. 


pperetns ER ee Pee ere Ce hs ee icateavmes $3,022,720.19 
peratinge ESPENSES. «oo... <2 a2 oss0scsaccccersecneesccousns 1,733,232.66 
Wet Operating Revenue «260.2... .ccccccecsescvscsccesens $1,289.487.53 
DE ORE UL oat tt eu hiC ce ea eS eb SeeEaS SSS Saw e eee ® 104,875.02 


$1,184,612.51 


eee en te rT rn eT eerie 63,186.26 


ee Te pe SO Te ts See EEE Ee ee TT ee Ee $1,247,798.77 
Deductions from Income: 

Rentals of Lenped Lames qo. scs0ss0cceecces $111,522.65 

Interest on bonds and other liabilities..... 616,422.52 

Hire of Equipment ...........scecesesess 104,973.04 
Total Deductions from Income..............+.- 832,918.21 


$414,880.56 


EN Nee ae eee Tee ee eT eee EE TT TT 








*The Operating Expenses and Taxes were 60.80 per cent. of the Op 
erating Revenue. 

The earnings of the Company have been sufficient during the year to jus- 
tify the payment of the maximum interest (five per cent.) on the Gen- 
eral Mortgage Income Bonds. 
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STATEMENT OF EARNINGS AND OPERATING EXPENSES OF 
THE STEAM RAILROAD IN DETAIL. 
For the Twelve Months Ending June 380, 1910. 


REVENUE, 


PRR REPRE 556 GV aw caboose can sers Sonne ae wiheee $30,110,588.30 
Passenger Service Train Revenue: 
Pmeenwer BEVCRKS oc <os isis weal ose sone eve -$24,885,864.74 
Excess Baggage ee Rb Wautie ws Wa esate 190,882.01 
Mail Revenue ..... Scheie okeatGienosuhe cess 645,571.89 
Express Revenue ....si33.3.:i- + ee ea 8,029,967.47 
Te eee eee ee 131,748.96 
Other Passenger Train Revenue...........06. 121,854.99 
—_—————— 29,005,890.06 
All Other Revenue from Transportation.................6.5 272,617.72 
Revenue from Operations .other than Transportation........ 1,804,571.47 
I os euireiec ickeainls curs indelacs&cnsesinx ch $60,693,667.55 
OPERATING EXPENSES, 
Maintenance of Way and Structures: 
MEIER IPPIE o.oo os Soni eiesc enw neeew aw eoee $211,929.64 
EME Veet oraicsaemnhiskhe ss eee Sane s we eeas 49,087.14 
REDE Gh Si kerthr st seGeaavEN sos on Ueh ewe eeeee 1,004,444.71 
BAUR SoU SwESS bekciwiee be ckaus ccna ooo eee 815,278.88 
Speer Wik ARTETA is ones oe son 050 600 sses 304,196.24 
ROMY OR BWR oc .s0055 965 wae uw sabeeens 2,151,408.35 
Removal of Snow, Sand and Ice.......... ame 175,177.04 
DME cbs cat cob nee bang pine «isis Se 60s — 11,943.07 
Bridges, Trestles and Culverts............06. 322,034.38 
Over and Under Grade Crossings.......... 91,229.09 
Grade Crossings, Fences, Cattle Guards and 
EEE cer ULE a Gikic hone bso Maas wa xs eens 132,757.67 
Snow, Sand Fences and Snow Sheds......... 94.10 
Signal and Interlocking Plants............. 352,793.29 
Telegraph and Telephone Lines.............+ 62,176.74 
Electric Power Transmission...............- 132,297.71 
Buildings, Fixtures and Grounds............. 834,361.66 
SPECS MIN WY ERTIES 605 sin wise. ce ew sees oes 184,395.07 
Roadway Tools and Supplies .............+-- 62,658.42 
ee ee Ne er errr 42,633.36 
SEARO Bi RCAMAD 505 cnc cess ios cwwsun 4,114.74 
RORUMOT SRUMSDMENIINE cic auaic eas opis 6 sus bs Vb s's Ss ea 95,988.82 
Maintaining Joint Tracks, Yards, etc........ Dr. 593,606.01 
Maintaining Joint Tracks, Yards, etc........ Cr. 2,230.49 
Total Maintenance of Way and Structures... 7,132,875.64 
Maintenance of Equipment: 
RMMIMEIERDNE. Lou cng s tbs seae sii he Sennen $180,758.18 
Steam Locomotives—Repairs ........eeeeeeees 2,209,833.14 
Steam Locomotives—Renewals.............0005 836.38 
Steam Locomotives—Depreciation ..........6. 59,956.58 
Electric Locomotives—Repairs .........+++000. 140,983.20 
Passenger Train Cars—Repairs...............- 893,110.70 
Passenger Train Cars—Renewals ............. 48,327.65 
Passenger Train Cars—Depreciation .......... 139,568.70 
Freight Train Cars—Repairs. ......0cccccsssee 1,815,842.99 
Freight Train Cars—Renewals .............05: 66,733.38 
Freight Train Cars—Depreciation ............. 400,987.03 
Electric Equipment of Cars—Repairs.......... 41,635.24 
Floating Equipment—Repairs .........+++..+- 265,680.56 
Floating Fquipment—Depreciation ............ 85,064.59 
Work Equipment—Repairs ...........ceeeeee. 45,449.25 
Work Equipment—Renewals................-. 10,104.98 
Work E ee Ane eeee eee 6,368.92 
Shop Machinery and TOs .. 2.26. ..sceccacees 265,258.82 
DER WARE BORGAIONE 65.55 o:5.0's-0010'0'5.6 5 6:00.40 36,758.00 
SE a TTI nice suciwd <.ou bade ses R4 8% 16,895.10 
SERED REN WIN TORSTIERINE 60 5 05.5.6 5's 08 -0'e ee 801 1.155.235 
SS err er ceri rrr cle ea 232,247.29 
Maintaining Joint Equipment at Terminals. .Dr. 1,878.79 
Maintaining Joint Equipment at Terminals. “Cr. 3,662.55 
Total Maintenance of Equipment............ 6,461,772.22 
Traffic Expenses: 
SRSA REM ORUNIINO SL ica us ahi cis o's as a hls ee Sree $146,876.69 
RUN ONNE cic aos ksescks.s saeecessar es 60,598.90 
PORE REMNINEEY see ati a & a5 66S Ska MA ae SOE OS 89,202.59 
Trateic PASSOCIRTDONS.... 0... 006500008 wer ers 10,125.94 
ee @ de oc! ee ea ee 43,559 88 
SORT RIIUNES ono ins ces owns son's cose eunebes 579.10 
Total Tratiic Bxnenses «<6 6sc ces c esis esc csee 350.943.05 
Transportation Expenses: 
ESTES PSS Se es rere Aa eee are $290,513.34 
OREO EST ES SR ee eee See a 151,939.75 
MIST SUNIIES ib enw osm a oes ba a5 seo eee es 4,478 .827.64 
Station Supplies and Expenses .............. 373,080.53 
Yard Masters and their Clerks.............. 359,518.25 


936,774.67 
197,731.38 
30,645.56 


Yard Conductors and Brakemen.............. 
Yard Switch and Signal Terders............ 
Yard Supplies and Expenses............... 


We PEON occa scs xe basse a8 eh sy) 509,849.69 
Enginehouse Expenses—Yard............... 125,749.56 
Fuel for Yord Locomotives ............00. 722,580.22 
Water for Yard Locomotives................ 27,101.13 
Lubricants for aa Locomotives..........+ 13,644.11 
Other Supplies for Yard Locomotives........ 10,347.04 
Operating Joint Yards and Terminals....... . Dr. 778,800.63 
Operating Joint Yards and Terminals........Cr. 44,714.87 
DESERET CCS ORCS wa ina is sibia's Sau cise Sc Aes hiek 141.890.29 
Reel ANNIFESIONIIN 5 5 sista eS 510 o's) o/S <5 ool ss 8's eS ,786,881.50 
Enginehouse Expenses—Road ............... 604,952.83 
Fuel for Road Locomotives................4- 4,259.994.21 
Water for Road Locomotives ............... 283,576.35 
Lubricants for Road Locomotives............ 77,475.01 
Other Supplies for Road Locomotives........ 74,806.33 
(RET REIG POWERS WARES ooo nccecs ss vceswkse < 230,075.71 
ee ee rere rere rie 97,280.57 
are EN UUM ns nu sc is Wei w Ww ab 00 ph ww 2,452,910.51 
Train Supplies and Expenses ............... 656,279.39 


Interlockers, Block and Other Signals—Op- 


PEEING as buldls wines FEE eee ee eoeate 596,172.54 








Sons eh 


oi) Oe Ee 


OcrToBer 14, 1910. 


Crossing Flagmen and Gatemen.............. $370,022.61 
Drawbridge Operation .............ceeceeeee 68,564.22 
RROMNNTUT WY GRCES: 650,646.10 0 4.0:0.6.0:6 000100008 0% 0.0000 53,326.28 
Telegraph and Telephone—Operation......... 157,574.40 
Operating Floating Equipment .............. 655,539.97 
BUMtIONOrY GN PrMtie oo osc sje cscneneecenes 241,221.29 
MDEROT FEXDONORE 665555 ox 0:5, 0sieie 00s baile oe even 14,544.34 
Loss and Damage—Freight ................. 334,565.87 
Loss and Damage—Baggage .............-5.. 2,967.56 
DGMRRE 60 PCORCLY 5 a. os 60.6.6 00e sc sccnnesans 116,865.15 
Damage to Stock on Right of Way.......... 586.67 
BRNSISMOR CO SIOCRODRS oa. 5. 3.0 6:6 '6'00/0, 4:0: 0hs0ss0die. 015 4 518.611.72 
Oneratine TOiMt, TACKS: ¢<ccsick cacneci pace vde Dr. 190.334.40 
WOROPRRIE FONE: “ECACS . 5 o.oo 5ieic kc 66 cidcesie sis Cr. 1,788.41 
Total Transportation Expenses... ..< 6.660662 s0 04 eicces 22,942,674.94 
‘General Expenses: 
Salaries and Expenses of General Officers..... $181,683.06 
Salaries and Expenses of Clerks and Attendants 510,382.81 
General Office Supplies and Expenses......... 88.441.17 
LBW BADONGO. Boies icdees cece restates seedy 254.362.2383 
PRGUTEROS 6.550%450<00%* iy Reaw RRM Ee eea aCe Ces 836,220.32 
Eee RRO Ore ee 100,048.54 
Stationery and Printing. EEG eve" Sasa aletat oul ghtava sa has 55,873.60 
PRE INOED, oe 515 9105-90 .0.619 96 siassids Hee eee 805,651.43 
Gen. Adm, Joint Tracks, Yards and Terminals. 18,786.75 
Tome General Expenses: «6.6. ok be cccecces 1,801,449.91 
Be ES ee a $38, 689,215.76 
WRG Pert RO POIRN os os ooo ci dark a sis hw aNb east cca sw epew gears $22, 004,451.79 





*Includes the cost of the appraisal of the Company’s property which has 
been completed during the year. 


STATISTICS. 
Passenger Traffic: 


Number of passengers carried earning revenue...... 82,905,137 
Number of passengers carried one mile.............. 1,506,907,990 
AVOTOBE GISTANCE CAPTIER 6 o6.66cks ses ceeseceees Miles 18.18 
Total passenger revenue (excluding mails, express, 

SEL EOE RE EARN Bree nate de tas « $24,885,864.74 
Average amount received from each passenger...... .30017 
Average receipts per passenger per mile............. .01651 
Total passenger SETVICE UFBIN TEVENUE, 6 ocscccscccs $29,005,890.06 
Passenger service train revenue per mile of road.. 14,538.35 
Passenger service train revenue per train mile...... 1.85231 

Freight Traffic: 
Number of tons carried of freight earning revenue. 22,738,981 
Number of tons carried one mile...........eee0e-0:: 2,124,680,965 
Average distance haul of one ton............ Miles 93.44 


Tota! freight revenue (excluding miscellaneous).... $30,110,588.30 


Average amount received for each ton of freight.... 1.32418 
Average receipts per ton per mile..........cceeee-: 01417 
Freight revenue per mile of road..... Hawaldw deletes $14,987.55 
Preignt TSVENUE POL CHAU HUIS oo co ovccceseicevcecers 4.15518 
Total Traffic: 

ee ee Ee eT CISC Ree ICI ee $60,693,667.55 
Operating revenues per mile of road............... 29,709.70 
Operating revenues per train mile.................. 2.66564 
Operating expenses, including Taxes................ $42,672,592.77 
Operating expenses, including Taxes, per mile of 

SOR od sieasa eS k 4.5 heh Grd a DAE SAR PE ee Sew rel Gibiateans 20,888.34 
Operating expenses, including Taxes, per train mile. 1.87416 
Net operating revenue, less Taxes..........-.-+---- $18,021,074.78 


Net operating revenue, less Taxes per mile of road. $8,821.36 
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Train Mileage.—Revenue Service: 
MGS £0 DY PEASENDES TIPSING. 6.6 ccc Cecsccncvesees 15,482,436 
BEMOG SUI WY LICIGNE EFGING ic cokes cccselewscceewens 7,069,650 
Wiles. $rk BG MICKOe EFAENS is6icies arieisic ceeisiweceeee ss 176,854 
SOMeS HUM DY SPECIAE CPOING <.... Scheele wed iee cece es 89,924 
fotal revenue train: mileage «0600s ccessccceeress 22,768,864 
Non-revenue service train miles.-.............ee0-6- 814,379 
Grand: total trate wisleawe o «.o:o:s is: .s0iscissnesielesereeiens 23,583,243 
Car Mileage, Etc.: 
Mileage of NEEM fe Ste doe dnd aaa aie avacaue 73,015,820 
Mileage o1 loaded freight cars—North or East....... 88,047,395 
Mileage of loaded freight cars—South or West...... 57,031,594 
Mileage of empty freight cars—North or East...... 16,772,592 
Mileage of empty freight cars—South or West..... 48,596,533 
Average number of passengers per car mile.......... 26.51 
Average number of passengers per train mile........ 96.23 
Average number of passenger cars per train mile.. 4.64 
Average number of tons of freight per loaded car 
BN geen esd oo a Clans Cala ae Wee Oa aa ee Crees tas 14.65 
Average number of tons of freight per train mile. 293.20 
Average number of freight cars per train mile...... 29.03 
Average number of loaded cars per train mile....... 20.01 
Average number of empty cats per train mile....... 8.04 
Average mileage operated during year............. 2,042.89 


ADDITIONS AND BETTERMENTS. 


MA I a cai: Sara oe ors. elormiale SO WA, A Win ooo Raa $62,640.44 
New Bridges: 

NUNN EN I eciec becca ecewasiadene oes $15,817.38 

Providence a Willimantic Branch.......... 7,975.87 

MEMMIONE CONE soiree. wink wien ced Wawona 7,624.17 

Hartford and Saybrook Branch.............. 4,450.38 

Ee EE ne re re eee ae 3,169.05 

wanes ElOde: (Ceriiss sos. cnk ks cave eeccces 8,111.51 

Sundry places ee 13, 046.13 


Second Track, Western Division .............. 
Providence Improvements oh sreaccue-ateensaaate 
Woonsocket Improvements ................+.. 
New Haven Improvements ................... 
Wat-rbury Improvements ...............-0005 
Wallingford Improvements ................06- 
Electrification Woodlawn-Stamford ............ 
Power Plants and Power Transmission ........ 
Niantic, Conn.-Boston, Ballasting .............. 
Elimination Grade Crossings TROD EERE Cer reer 
NI 5 plore and, alata aie wiki kr 4) qa acd la Kee ee 
Sundry Additions and Betterments ............ 


Less: 
Real Estate and Other Property Sold....... 


New Equipment, consisting of 1 steam locomo- 
tive. 1 electric freight locomotive, 4 coaches, 
4 composite cars, 1 baggage car, 4 steel motor 
cars, 6 trailer cars, 10 milk cars, 2,408 box 
cars, 2 electric w recking cranes, 4 ’ parlor cars 
converted into baggage cars and 20 box cars 
converted into cabooses ......cccecceceseees 


SD ox ed ea Caw ig CAN CO Wied Meted tas 


These expenditures have been charged to: 
COR Od PLOROTG os occ ce cccccsawaree chenmes 
Equipment 
Replacement Pund ...i6.cecicsodeicwevescenes 


-- 55,194.49 















































624,330.46 
84,405.87 
74.8738.11 
68,210.79 
62,579.53 
47,411.64 
35,278.84 
40,075.56 
159,372.79 
232,310.43 
25,383.35 
390,840.63 


$2, 012, 907.98 98 
835,643.59 


$1, 177, 264.34 34 


3,019,806.85 
$4,197,070.69 
$1,177,264.34 


1,953,476.20 
1,066,330.15 


$4,197,070.69 








GENERAL BALANCE SHEET, JUNE 30, 1910. 


ASSETS. 
Property Investment: 
Road and Equipment........ $170,222,450.56 
Floating Equipment, Street 
Railways and other property 6,346,362.90 
$176,568,813.46 
Less, Reserve for Accrued 
Depreciation of Equipment. 1,872,720.54 
st ———————- $17 4,696,092.92 
Securities: 
Securities of Proprietary, Affiliated and Controlled Companies 
Stocks (Exhibit I).. - -$105,651,624.78 
Funded Debt (Exhibit I). 15,100,000.00 
Miscellaneous (Exhibit I) 25, 394, 996.35 


146,146,621.13 
Other Investments: 


Advances to Proprietary, 
Affiliated and Controlled 
Companies for Construc- 
tion, Equipment and Bet- 








SOTSIOIIG: os caste doen ewes $1,161,671.82 
Miscellaneous Investments: 
Securities (Exhibit II)..... 68,504,856.83 
64,666,528.65 
Total Property Investment. ........0000ccccecccecce $385,509,242.70 
COPPERIE OTIDRE ES oe IS 5 5. oscaoiany Ai wwhiv soe dw ew $385,509,242.70 


LIABILITIES. 


Stock: 
Capital Stock ...............$121,878,100.00 
Receipts Outstanding for In- 
stallments paid ......... 22,139,325.00 


—_—__—____—-$144,017,425.00 
Premiums realized on Capital Stock Sold 
CBee Nate 5, SOOO) S. « 6c eddies cue ieues 20,630,720.25 
Total Stock and Premium realized since 
I x nuteedidiccaindacres 
Mortgage, Bonded and Secured Debt: 

Mortgage Bonds, including 
Bonds of Merged Roads 
assumed (Exhibit V).... 

Plain Bonds, Debentures and 
Notes, including Deben- 
tures of Merged Roads 
assumed (Exhibit VI) .. 173,380,000.00 

Miscellaneous Funded Obliga- 
tions (Real Estate Mort- 
WOM ie iatcce dw dede secs 


$58,661,000.00 


11,500.00 
——_—_—————--$232,052,500.00 
Obligations for Advances received for Con- 


struction, Equipment and Betterments. . 474,803.98 


Total Mortgage, Bonded and Secured Debt 


COMMER TORE 5 oobi Sa Se eC dhe wa Sieh Be ew Eee wees s $232,527,303.98 


$232,527,303.98 






















$164,648,145.25 
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NES: COE. Kaa dbase ens bes ee TS $385,507,242.70 Brengl FOTME: ons 6:000!69.6:06 050006 T8Fs AAe SSeS 
Working Assets: E, iVorking Liabilities: : 
Perri eT ee re $18,099,040.97 Loans and Bills Payable. .............++05- $5,780,364.28 
Securities Issued or fecumend--ttene in ‘icenens ase and Car Service Balances due other y 
Treasury (Exhibit III)............ 211,715.0 CS Se SS a rey ee ee eae 1,387,085.06 
Marketable Securities (Exhibit IV)......... 29,565,205.50 Audited Vouchers and Wages U npaid. . : 4,124,853.02 
Loans and Bills Receivable .......... ; 10,797.96 Miscellaneous Accounts Payable........ 86,000.00 
Net Balance due from Agents and Conduct- A - Matured Interest, Dividends and Rents Un- 
ie enw . 2,248,770.27 shin dew hele Se vie gine a 4,481,063.20 
GOR. 6 kb6 6.0.0 0000006020004 005.600 ’ ’ paic ° ee ° : ’ 
Miscellaneous Accounts Receivable. ieee py a Mortgage, "Bonded | ‘and Secured ‘ 
Materials and Supplies ..............++. = 3,461,208. St CORONEE S556 oc vn Sse 6hwawews ies 19,621.4 
Other Working Assets ........-- ctteeee tee 382,266.67 Other Working SiMMies 5 oan. asnessssess 49,785.26 
Total Working Assets ............-+ RTT eee 58,185,256.00 Total Working Liabilities .............. 
Accrued Income Not Due: Accrued Liabilities Not Due: 
egg: Soto —_— Dividends and Rents 970,848.49 Unmatured Interest, Dividends and Rents Payable........ 
eceivable ..........+. Se binGN SPER OR SEE OES SS ORES ee Dedirved Credle Sees: 
Deferred Debit Items: 4 
% sitar Dine Advanced payments of third and fourth in- 
emporary Advances to Pro 1 og tte tg New C: 
prietary, Affiliated and sta ee of Su Caneel to New Cap- -_ 
Controlled Companies ... $1,218,315.61 Oth og he: ' Credit 1 settee eee eeees € 280) 268.82 
Working Funds ........... : 134,426.82 esaenxvenes ther Deferred Credit Items ...... stteeeee “ 
——————_—- 952,742. . 5 : = ae 
Rents and Insurance paid in advance....... 87,991.66 Total Deferred Crete BIG. <5 2-5 25s 
Cash and Securities in Sinking and Redemp- Appropriated Surplus: 
tion Funds: — : ae Reserves from Income or Surplus: 
Harlem River & Port Ches- | Invested in Sinking and Redemption Funds: 
4d ae Bonds, Special $229,840.00 C pomceneg | Railway & Lighting Co. 
pee gags ted anata 4: duos SORT) OO eR RR rear $284,545.91 
Connecticut Railway and a . Invested in Other Reserve Funds: 
e. ighting > se — 403,509.4 Insurance Din bees $1,435,753.30 
orcester onne ident and Casualty 
Eastern Railway Sinking ° ome oO wes ares cae ai 523,118.75 
Fund eorecevece ee = 38,000.00 671,349.48 Coal Insurance Fund.... 19,654.92 
Tot aa eee 1,975,526.97 
Cach and Securities in Insurance and Other emer 
Reserve Funds: Potal A riated Surpl 
3 z suit lis a al ppropriated Surplus .........2.4.- 
Span ome I _ beens ae a feed age = pees Personal Property Leased ....0..065 05000 
Accident and Casualty & : /- rofit an ROOMS Canna Gtien wee earicac< awa eae on hee see 
Coal Insurance Fund...... 19, 654.92 ( incre Pi “ Liabilitice: 
—__—_—————  1,978.526.97 ;, ' 
: : : : 2 '008 424.20 The New York, New Haven & Hartford Railroad Com- 
Other Deferred Debit Items.......-.----- 2,008,424.2 pany is liable jointly with other roads for any deficiency 
_ . ; 6.099.034.74 on foreclosure of bonds of The Boston Terminal Company. 
Total Deferred Debit Items...........--eee-s5-- a 3,099, 4 The New York, New Haven & Iartford Railroad Com- 


pany guarantees four per cent. dividends on preferred stock 
of the Springfield Railway Companies, $3,387,950, and pay- 
ment of principal at one hundred five per cent. on liquida- 
tion. 

The New York, New Haven & Hartford Railroad Com- 
pany guarantees four per cent. dividends on preferred stock 
of the New England Investment and Security Company, 
$4,000,000, and payment of principal at one humred five 
per cent. on liquidation; also guarantees the payment of 
principal, $3,009,000, and interest of the New England In- 
vestment and Security Company fifteen-year Funding Gold 
Notes dated April 1st, 1909; also guarantees the payment 
of an additiona: $13,250,000, and interest of New England 
Investment and Security Company fifteen-year Funding 
Gold Notes dated April Ist, 1909, when requested to do so 
hy John L. Billard, as per contract. 

The New York, New Haven & Hartford lg Com- 
pany is the guarantor by endorsement of the four per cent. 
fifty-year Gold Debentures of the Providence Securities 
Company, yar May 1, 1907, to the amount of $19,899,000 

The New York, New Haven & Hartford Railroad Com- 
pany guarantees the payment of principal and interest of 
the Gold Debentures of the New England Navigation Com- 
pany in case of termination of lease of the Old Colony Rail- 
road Company, $3,600,000. 

The New York, New Haven & Hartford Railroad Com- 
pany is the guarantor by endorsement of the four per cent. 
fifty-vear Refunding Consoiidated Mortgage Gold Bonds of 

\ the New Haven and Northampton Company, dated June Ist, 
1906, to the amount of $2,400,000. 

The New York, New Haven & Hartford Railroad Com- 
pany guarantees the payment of principal and interest of 
the four per cent. fifty-year First and Refunding Mortgage 
Gold Bonds of the New York and Stamford Railway Com- 
pany, dated November Ist, 1908, to the amount of $274, 000. 

The New York, New Haven & Hartford Railroad Com- 
pany guarantecs the payment of principal ($1,000,000) and 
interest of the four per cent. thirty-year Second Mortgage 
Bonds of the Harlem River and Port Chester Railroad Com- 
pany, dated June Ist, 1881. The principal of these bonds, 
together with interest to maturity, has been deposited by the 
New York, New Haven & Hartford Railroad Company with 


the Farmers’ Loan and Trust Company, Trustee. 

Under the provisions of. Section 4, Chapter 519, of the 
Acts of the General Court of the Commonwealth of Massa 

setts, passed at its 1909 Session, The New York, New 
Haven & Hartford Railroad Company promises when they 
shall be sold to guarantee the principal of, and the divi- 
lends, and interest upon the capital stock, bonds, notes, and 
ot evidences of indebtedness of Boston Railroad Holding 
Company acquired by it. On June 30th, 1910, the New 
York, New Haven & Hartford Railroad Company held the 
following stock and bonds of Boston Railroad Holding Com- 
ps : 

5 shares of stock of par value.$3,106.500.00 


per cent. debenture bonds d 
November 1st. 1909, maturing No 


her Ist, 1959, of face vi 





20,012,000.00 


$450,764,.376.9 





$232,527 ,303.98 


No. 16. 






28,772.23 


2,885,825.89 


8,356,330.82 


2,263.0 
9,958,6 


72.88 
72.41 


14,196,253.4 


‘ 
t 


50.76 4, 


576.98 








